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FRIDAY, JUNE 19. 








Master Car-Builders’ Association Annual Convention. 





We conclude this week our report of the convention at Old 
Point Comfort, the first and second days’ proceedings having 
been given in our last issue. 


THIRD DAY’S PROCEEDINGS. 


The Thursday session was called to order promptly a little 
after 9 a.m., and the discussion of the first committee report, 
on astandard form for treads and flanges of wheels (published 
in full last week with drawing of proposed new section) was 
resumed. 

Mr. GOODWIN thought the question of adopting it would 
have to be passed on by letter ballot, and that it would be 
well to submit in competition the design now proposed and the 
similar one of last year which differed slightly, especially in 
having a light cone. The closing clauses of the report be 
already been passed on by letter ballot. (This is true as re- 
spects the standard distance between flanges, 4 ft. 53¢ in., but 
not the limit allowance of \¢ in. each way.—Eb.). 

Mr. DAVENPORT thought he expressed the sentiments of a 
large proportion of the members in saying that a slight 
amount of cone, perhaps #,; in the central 2 in. of tread, 
was indispensable. The cut on page 77 of last year’s report 
gave about what he considered the proper shape for the cen- 
tral portion of the tread. 

A spirited discussion then ensued on the general question of 
cone or no cone, and on whether or not an informal expres- 
sion of opinion on the subject should be taken at the meeting. 

Mr. CLovp urged again that this should be done if possible, 
in order perhaps to save a year’s time, as it seemed useless to 
set upa standard merely to be knocked down by a letter bal- 
lot. He had, however, been surprised at the number of those 
who favored the cylindrical tread. He thought it might be 
well in the letter ballot to obtain votes on the proposed form 
of tread and form of pe ct greg 

Mr. ForRNEY again explained that he acceded to the com- 
mittee’s report merely to reconcile conflicting views as he 
still favored a 1‘¢ in. radius in the fillet of the flange. It 
would then exactly fit the Sandberg and other patterns of 
rails. 

Messrs. GOODWIN, WILDER and others also participated in 
the discussion, which finally resulted in no vote, formal or 
informal, being taken to test the sense of the meeting on the 
promneee standard, the whole question being remanded to let- 
ter ballot. 

An amendment to the by-laws, proposed by Mr. CLoup, 
was then adopted, fixing 3 p.m. of the second day of the 
conventions as an hour when the revision of the rules for in- 
terchange of cars should be in order, unless otherwise ordered. 

The Committee on Standard Truck then presented their re- 
port (printed last week) and exhibited blue prints of their 
recommended desiga, which, it was understood, was pre- 
pared chiefly by Mr. Wm. Forsyth, Mechanica] Engineer of 
the Chicago, Burlington & Quincy Railroad. The reading 
was listened to with close attention, and the resulting discus- 
sion showed that great interest was felt in the~question, al- 
though it was necessarily somewhat general in its nature. 

Mr. GoopwIN exhibited a brass model of a truck which 
they were using, and finding most meritorious, so much so 
that he would like to see it adopted asa standard by the As- 
sociation. The feature of especial novelty was a pair of diag- 
onal rods passing under the channel-bar transoms and at- 
tached to eyes on the outside of the cast-iron diamond fraine 
columns or bolster guide-bars. By these rods, Mr. Goodwin 
said, the track could be made and kept perfectly square, and 
they had found it in practice to be a most desirable addition 
to the diamond truck, remedying perfectly its greatest defect, 
that it had no diagonal rigidity. The truck, however, had sev- 
eral other points which Mr. Goodwin considered desirable, 
although with the addition of diagonal tie rods he was ready 
to approve the design submitted. He considered that no de- 
sign for a standard truck would be adequate without them. 
There was a patent on several of the features of the truck 


which he submitted, but the proprietors were willing to ‘ 
donate them to the public use if incorporated in the standard | 


truck, so that that question need not stand in the way. 

Mr. CLovp thought that the cross-channels of the design 
submitted were quite sufficient for all practical necessities. 
The Lehigh Valley design submitted no cross-channels, 
which, of course, greatly increased the necessity for the 
diagonal reds. He tavored building a number of trucks ac- 
cording to the committee’s design, and that in the mean 
time the committee be continued and the report received 
as reporting progress, or, say, as a report of information. 

Mr. ROBERT MILLER said the Committee in their design 
had fulfilled all the conditions which had been fixed for them. 
It was hardly a mere report of information. They had all 
given much attention to the subject, considering all the sug- 
gestions and objections offered. He hoped the matter would 
not lay along indefinitely. 

Mr. Lentz thought Mr. Cloud had not sufficiently con- 
sidered that all parts of any standard truck must go together 
rough, It might be very well to rely upon fixed connections 
to keep a frame square with finished work, but where only 
rough iron castings and forgings were joined together, he 
did not see how some means of adjustment for both making 
and keeping it square could be dispensed with, unless it were 
asserted that it was not particularly important to have trucks 
square. 

i ther a brief further discussion, involving no points of 
especial interest, the report was received and the committee 
continued, with the recommendation that a number of the 
proposed standard trucks be built by members during the 
year. 

“ The Committee on Brake-shoes, Brake-beams and Inter- 
changeable Parts of Brake-gear then submitted the following 
report: 

. REPORT ON BRAKE-SHOES, BEAMS, ETC. 


Your Committee continued from last year with instructions 
to submit to this convention a definite form of brake-block 
and shoe, respectfully submit the following rez ort: 

The Committee have selected and agreed upon two forms of 
brake-blocks and shoes but are unable to agree upon one, and 
therefore present the two forms for the consideration of the 
convention. One is known as the ‘“ Christie Block and Shoe,” 
and is used on several roads in the north and west, the other 
is known as the ** Collin Block and Shoe,” and is used on the 
Pennsylvania Railroad and its connections, the Lehigh Valley 
Railroad, and others. The patents on both, we understand, 
have expired. 

As we believe both shoes have their advocates in the con- 
vention your Committee has deemed it best to present this 
form of report, which, with drawings furnished by the Secre- 
tary, is respectfully submitted. 

L, PACKARD, 
JOHN 8S, LENTZ, + Committee 
J, N, Marpgy, } 


We are unable to present drawings with this issue, but the 
two forms of brake-blocks submitted will be familiar to most 
of our readers. The Christie shoe is slipped in sidewise over 
a central lug which goes between two central lugs on the 
shoe. The latter has a bearing also at top and bottom, anda 
long, slightly tapered and curved square pin completes the 
fastening. The Collin isa kind of dove-tail fastening, the 
shoe being shipped into place from above end the fastening 
completed by a key. It was understood that Mr. Marden 
(Fitchburg Railroad) of the committee, favored the Christie, 
and Mr. Lentz (Lehigh Valley) the Collin, each having those 
shoes in use, while Mr. Pac (New York Central) was 
neutral, at least to the extent of being unwilling to join in 
recommending either alone. 

Mr. GoopWIN moved that the Association recommend the 
Collin shoe as the standard. 

— KIRBY moved to amend by substituting the Christie 
snoe. 

Mr. ADAMS seconded this motion and et surprise 
that the report spoke only of the use of the Christie shoe on 
‘**several” roads in the ‘‘ North and West.” It was very 
largely in use in New England, probably on 50 or 60 roads. 
He thought the Collin a good shoe, and if adopted as a 
standard by the Association, his road would give in to the 
majority, but he decidedly preferred the Christie. He be- 
lieved there were no patents on the Collin. 

Mr. CLovup explained that the Pennsylvania road had 
bought the right to use of Mr. Collin, who was its Mechanical 
Engineer, althcugh there appeared to be conflicting prior 
patents, but all had now expired. 

Mr. RHODES liked the Christie shoe best. There was more 
danger of losing shoes with the Collin, and the brake-head 
was then brought in contact with the wheel, wearing off the 
the dovetails so that it would not thereafter hold a shoe weli. 

Mr. BaRR considered that it would be of no use to vote to 
adopt either standard unless specific detail drawings were 
ee more and adopted with it. In fact, arrangements should 
be made to have some one dealer furnish uniform iron pat- 
terns to all companies applying for them, at a specific price, 
and brass standards should also be prepared and deposited in 
the archives of the Association. He thought it would be well, 
instead of taking a general vote, to vote separately on the 
three desirable qualities, cheapness, security of fastening and 
ease of removal. 

The motion to take such a vote was seconded and seemed 
about to prevail. 

Mr. CLowpD, however, raised the point of order that the ques- 
tion, as one of standards, must in any case be voted on by 
letter ballot, and that there was no authority for preliminary 
votes in convention. 

Mr. MARDEN endeavored to have a purely informal vote in 
open convention to test the sense of the meeting for the in- 
formation of members, and Mr. KrrsBy urged that some at- 
tempt at least at definite action be made now and here, but 
on motion of Mr, CLovuD such a vote was ruled out of order. 
It was finally resolved that the vote by letter ballot should be 
as to whether members would favor either and, if so which; 
that drawings should be sent with the letter ballot so that 
members might know precisely what was being voted for, 
and that the drawings now in the hands of the Secretary 
should be revised by him, by and with the advice of the Ex- 
ecutive Committee, before being sent out. 

A lively discussion also took place following a remark of 
Mr. WILDER’s, that the Erie were using neither of the pro- 
posed standards, but that if acopted he would be willing that 
other roads should put the new standards on his cars in mak- 
ing repairs, and would accept such cars as properly pre- 
pared. This was interpreted as meaning that he would not 
use it himself, and Mr. AbaMs immediately propounded the 
question, to which Mr. WILDER finally replied that he ex- 
pected to vote in favor of one or the other. The discussion 
throughout was quite animated, but to little definite purpose. 

The Committee on a Standard House Car to carry 60,000 
Ibs. then presented their report (printed last week). In read- 
ing it, attention was called to a misrrint in the report, which 
also appears in our reprint: the width at eaves should read 
9 ft. 5 in. instead of 9 ft. only,the latter being correctly given 
as the width over side sheathing. 

Mr. Goopwtn, who read the report, stated that the weight 
of such a car would be about 29, Ibs. Journals 414 by 7 
in. were giving good service under similar cars and loads. 

Mr. KirpBy suggested that in such a car it would be well 
to use two 6-in. bolsters instead of one 12-in. Splitting it in 
this way gave a better bearing and reduced the bending 
strains on the sills. 

Mr. BARR moved that the committee be continued another 
year to further consider the subject, including some minor 


| details and modifications suggested by the discussion: but 


after remarks by several members to the effect that there 
was no evidence that 60,000-lb. cars were immediately 
needed, or even practicable, the committee were finally dis- 
charged with a vote of thanks. 

The Committee on Standards and Appliances for the Safety 
of Trainmen was then called on without response, and on Mr. 
John Kirby being called on in person as chairman of the 
committee, he created great merriment by responding that 
he was not aware that there was any such committee or that 
he had anything to do with it. The laughter was long con- 
tinued and perhaps served a good purpose by putting the 
Association in thoroughly humor for the next business 
in order, the election of officers for the ensuivug year, as to 
which there had been some little reason to fear the day before 
that more or less marked antagonisms within the Association 
might result from it, a result which there seems no reason to 
doubt was completely and happily arrested. 

After Messrs. Lentz and Turretf had been appointed tell- 
ers, Mr. F. D. ADAMS, who it will be remembered had been 
nominated as an opposition candidate to Mr. Soule by Messrs. 
Hodge, Townsend and McIlwaine, arose and made a little 
speech. He thanked those members who had conferred upon 
him the honor of nomination, but after mature consideration 
and consultation with others having the interests of the As- 
sociation at heart he had concluded to withdraw in favor of 
Mr. B. K. Verbryck (Chicago, Rock Island & Pacific Rail- 
way). The East had held the presidency for many years and 
had. as it still had, a very large voice in its manage- 
ment and he thought it was but proper that the 
—— should po toa Westernman. Being thus relieved 

rom all feelings of personal interest, he could speak a little 
more freely, and perhaps some explanation of the course 
which he and those who felt with him were taking was due 
to the Association. He felt no antagonism towards the 
regular candidate or those who had placed him in nomination; 
he rejoiced at the presence of those who had lately come 
among them, and felt that it was a good thing to have 
them here. Nevertheless his feeling was, and he felt sure 
he must have a majority of the members with him, 
that this was not an association of railroad officers 
or of master mechanics but of master car-builders, 
and while he was willing to have representative members 
who were not car-builders exercise due influence in all the 
business of the Association, yet for the President at least he 
felt that they owed it to themselves to elect a car-builder. 
The Association broke into quite loud applause at this, and 
Mr. Adams continued : re has been a general feeling 
that the Association was —_ merging into something 
else, something finer and , it be, but— Here Mr, 





CLOUD rose to a t of order, that ers of nomination 
could not be in this way under the constitution, which 


required that the name of the candidate should be proposed 
by three members the day before the vote. 

Mr. ApAMs continued with a few more words. He hoped 
they would all vote for Mr. Verbryck, and after discussing 
the —_ of order briefly and concluding that every man 
might vote for whom he pleased and have his ballot counted, 
and that there was no probability that unauthorized ballots 
would be cast to justify a motion of Mr. WILDER’s that the 
roll be called for the reception of ballots, hats were passed 
around by the tellers with the following result : 


oe eR Rrra 50 votes 
ey Sel ant rh pes Byte, T. 25 * 
The other officers were elected without opposition as nomi 


nated. 

While the ballots were being counted the retiring President, 
Mr. LEANDER GAREY, made a feeling address thanking the 
members for their uniform kindness and courtesy, expressing 
the pleasure he had always had in meeting them personally 
and officially, and declaring his hope and confident belief that 
the Association would continue to grow stronger in the future 
as in the past, and that whoever might be elected it would 
prove for the well being of the Association. 

Messrs, Soule and Adams were then appointed a committee 
to conduct the new President tothe chair. Mr. Sou.e then 
delivered an exceedingly temperate, short and well-judged 
address, which it was clear raised him in the confidence and 
insured him the good will of all the members present. He 
declared in effect that the nomination had been only accepted 
at the entreaty of friends and against his better judgment, 
which coincided precisely with the course the convention had 
taken. He had known nothing of the movement till he had 
arrived here, and he should regret, above all things, to be 
made as it were the target for any feeling that the newer ac- 
cessions to the Association were attempting to exercise undue 
influence; so far from that, he sympathized completely with 
the action which had been taken and rejoiced that he was 
relieved from what he should have felt a very embarrassing 
situation. 

The selection of the place for the next convention being 
then in order, the usual brief discussion ensued. Boston, rec- 
ommended by the committee, was unanimously voted down, 
and Niagara Falls unanimously selected, on recommendation 
of Mr. Wilder. 

FOURTH DAY. 


The convention met at 10 a.m., the number of members in 
attendance having greatly diminished, this being the first 
convention which has carried its business over to the fourth 
day. Some 40 or 50 members, however, were still in 
attendance. 

The Committee on Passenger Car Framing and Trussing 
submitted the following report : 


REPORT ON PASSENGER CAR FRAMING, 


The committee did not regard this subject of so much im- 
portance to the Association as the other subjects which re- 
late to freight cars and the parts affecting their interchange. 
They have not, therefore, given it such full attention as to 
enable them to make an exhaustive report. They present 
plans for the framing and trussing of passenger cars; one for 
cars 50 ft. long and under, the other for cars above 50 ft. 
long. The short cars have simple arched bracing extending 
between bolsters, with but fwo diagonal pieces in each side 
truss. 

An iron truss-rod under the car 1% in. diameter, and a 
flat bar 3¢ by2 in. extends directly under the window-sills 
between bolsters, thence diagonally a 1% in. rod to bottom of 
sill near end of car. 

The truss-plank is 245 by 12 in. 

The truss for cars longer than 50 ft. is similar to the 
above, with the addition of short auxiliary diagonal braces. 
134 by 4 in., one below each window. with *,-in. ,vertical 
rods. 

They regard these as the simplest and best forms of com- 
bination wood and iron trussing. 

They present, also,a plan.of the Challender sheet-iron 
truss, in general use on the Chicago, Burlington & Quincy 
Railroad, for coaches of about 50 ft. length. 

This truss is strong, stiff, durable and economical in re- 
pairs. The first cost is slightly in excess of the usual forms 
of coach trusses. but it is recommended as a good substitute 
for them. 

THOMAS A. BISSELL, ; 
Wo. Forsytu. 
ROBERT MILLER, 

After brief discussion, to the effect that there was no par- 
ticular motive for attempting to fix standards for passenger- 
car framing, the committee was discharged with thanks. 

The Committee on Automatic Freight Car Brakes then sub- 
mitted the following report: 


Committee. 


REPORT ON AUTOMATIC FREIGHT-CAR BRAKES. 


In submitting a formal report on the above subject, we 
feel some hesitation, owing to the importance of the question 
and a conviction of the superficialness of our investigation ; this 
conviction, in place of diminishing as different brakes were 
examined, only seemed to increase. A complete report on 
Automatic Freight-Car Brakes should be accompanied by an 
elaborate and thorough series of comparative trials and 
tests, which it is hardly necessary to say was quite beyond 
the limited field of the Committee, nor will such investiga- 
tions be accomplished until a more general interest is taken 
in the different forms of brakes by your respective com- 
panies. 

In considering this subject, your Committee at first pro- 
posed confining their attention to such brakes as the lines 
represented in the Association had adopted or successfully 
experimented with, and with this intent issued a circular of 
inquiry to each member. From the replies received the 
question seems to have had very limited attention, and your 
Committee in some cases were obliged to pursue their investi- 
gations through sources and courtesies of companies on which 
they had no claims whatever. 

It may be well to state here that the brakes named later in 
our report have not in any sense been selected on account of 
specially recognized merit; they are mentioned simply because 
your Committee have seen each on cars in actual service, and 
we hope by directing attention to certain features of one 
which may be wanting in the other, to aid our members in 
determining what points are necessary for the success of an 
automatic freight-car brake. The typesof automatic brakes 
that are being brought to the notice of railroad companies for 
freight-car equipment may be classified under 4 general head- 
ings: 1. Buffer brakes; 2. Friction brakes; 3. Air brakes; 
and 4. Electric brakes. 

1. Buffer Brakes.—Of these there are many patented, 
though few as yet in actual service. Three only were drawn 
to our attention in time for investigation, i. e., the American 
brake, the Rote brake and the Prescott brake. Briefly de- 
scribed, the buffer brake consists of a connection with the 
brake levers which engages or disengages from the back of 
the draw-bar; this connection is controlled in same cases by a 
governor secured to the axle; in others, by hand adjustment. 
Any one draw-bar being compressed transmits the compres- 
sion and consequently applies the brakes throughout the en- 

i less of whether they are continuously con- 





tire train, 
nected or not. The application is, of course, in accordance 
with the amount of resistance offered, Of this type, we find 
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the American the most largely introduced. Up to May 20 
they were equipped on the following cars : 

Se, REIN Oe NE I ono cin s cae, ane crcccercsevscgsotes 
Wabash, St. Louis & Pacific 
New Haven & Northampton : 
QORINNE SIFT: oho ine y sian nt eeicsanganic. 0 soe) cteccegecesio 





PRIN ON esigct ck nsdhdake WdeRedsenedinrne diesen \nensiecds MRO np 2,815 

The brake is controlled by a governor revolving with the 
axle; at low speed it is out of action, allowing the cars to be 
switched about a yard or pushed out of it in case of an up- 
grade, without any interference of the brake. At speed it 
operates equally well, whether moving forward or backward, 
and without any readjustment. The cost of the brake is $15 
a car. 

The Rote is also controlled by a governor attachment to 
the axle, but differing from the American in construction 
and action. Both are ready for application after from 2 to 
4 miles of speed is reached, the former, however, only in 
pulling; it is inoperative in backing. Again, the former 
throws off automatically when the train comes to rest, 
while the latter remains applied until the compression of 
the drawbars is removed by taking up the slack, an advan- 
tage for the Rote in running past a specific stop such as 
a coal or water station, or in case of accidentally running 
an engine and car of a train off a stub switch, but a 
disadvantage if stopping on a downward grade. Ten 
cars of the New York, ennsylvania & Ohio have been 
equipped with this brake for several months. Last December, 
we have been informed, a contract was made with the New 
York, New Haven & Hartford Co. for the equipment of 
all its freight cars ; none, however, have as yet been applied. 
The cost of the Rote brake, as mentioned in one of the com- 
pany’s circulars issued in December, 1884, is $31 per car. 
We are under the impression this includes application, 
which is not the case in the other figures we have given. 

The Prescott brake has been in use some nine months on a 
train of cars of the Central Vermont Railroad ; it is also in 
use on 10 cars of the Delaware & Hudson Canal Co. It is 
rendered operative or inoperative by hand adjustment. It is 
only operative when pulling. In backing the brake has to be 
rendered inoperative—an obvious disadvantage. The cost is 
$8 a car. 

2. Friction Brakes.—Under the second classification there 
are also numerous devices. Your committee have investi- 
gated the Widdifield & Button only. It is in use experi- 
mentally on 12 cars of the Lehigh Valley road. The com- 
pression of the draw-bar here acts by a system of levers on 
a pair of friction pulleys. One of these pulleys is of fibre 
and soft metal and is cast on the axle; the other is of cast 
iron and is mounted on a transverse spindle, so arranged 
that the faces of the pulleys are brought in contact, 
producing, as before stated, an amount of retardation 
corresponding to the compression. The brake acts only 
in the direction in which the handle of the lever is thrown. 
When a train is to move forward care must be taken 
that all the handles are pointing forward, and compression 
of the draw-bars will then apply the brakes, but they are in- 
operative in backing up. Should it be desirable to have the 
brakes operative, in case of a long back up, it can be 
arranged by reversing this lever on each car. When the 
brakes are applied and the train is brought to a stop, they 
remain applied until the slack is taken up, as with the 
American; the Prescott, however, has this additional 
feature, in the above case the brakes may also be thrown 
off by putting the handle in a midway position ; this cuts the 
brake out whether applied or not applied. This cutting out 
feature is important, as it allows the use of pushers up 
grades, temporarily, of course, doing away with the brake 
on the cars pushed, and necessitating a readjustment when 
the summit is reached. This brake may be seen by mem- 
bers of the convention under the sample 60,000-Ibs. box car 
(No. 7,599) of the Lehigh Valley. The cost of the brake is 
$10 per car. 

3. Air Brakes.—Our next classification is the air brake, 
representing which we have taken the Westinghouse auto- 
matic. It is by far the most expensive brake, costing $50 
per car, exclusive of fitting up, in addition to which it is 
necessary the engine be fitted with an air — which for 


superior in many features. The compression-brake ad- 
vocates therefore recognize they will meet with more 
success by giving their attention to a field not yet so 
fully covered. This is a plausible, but nevertheless not 
a true, answer to the question. The reason compression 
brakes are not applied to passenger equipment is because 
they do not fulfill the requirements of the service as well as 
air brake : theyare not automatic in every respect, as the 
air brake is ; a conductor or brakeman on any part of the 
train cannot at a moment’s notice apply the brakes on every 
car and engine in case the train parts; while running the 
brakes are not instantaneously applied on every wheel of 
both sections of the train. These, together with other feat- 
ures, might be cited as making the air brake indispensable 
for passenger service. 

Are not then the same points desirable for the success of an 
automatic freight car brake? Your Committee think they 
are beyond any doubt desirable, but how to accomplish it is 
not so clear. In the United States and Canada there are some 
800,000 freight cars. To equip these with air brakes at $50 
a car would cost $40,000,000 ; the same number of cars at 
$10 would cost $8,000,000. Compression brakes are unques- 
tionably in advance of hand brakes, and with many lines 
might be available at $20 to $30 a car, but could not be con- 
sidered at $50 and$60. Your Committee therefore recommend 
that in place of adopting‘any specific type of brake or brakes at 
this convention, the subject be continued for further investiga- 
tion; that the new committee be mstructed to endeavor 
to have made a series of comparative tests with trains 
wholly and partially equipped with such brakes as may be in 
actual service, and that the members urge their managers 
not to confine their experiments to any one brake, so that 
their representatives may come to the convention ready to 
say what brake they are prepared to advocate, and fortified 
with their own experience for and against the less favored 


devices, 
B. WELCH, 
GEORGE HACKNEY, 
GopDFREY W. RHODES, 

Mr. RoBertT MILLER inguired if no vacuum freight brakes 
had been considered by the committee, to which 

Mr. RHODES replied that no attempt at an exhaustive list 
had been made, but no vacuum freight brake seemed so far 
to have become prominent. 

Mr. WALL moved to continue the committee another year. 

Mr. GAREY seconded in a speech, stating that he had felt a 
good deal of skepticism in the past on the subject, but it was 
plain that somata must be ene. 

Mr. RHODES suggested that three new members be added 
to the committee, who have had experience with other brakes, 
and after considerable miscellaneous discussion an increase of 
the committee was acceded to, to be nominated by the Chair. 
Among other points brought out by the discussion: 

Mr. RHODES dwelt on the help that even 7 or 8 cars with a 
power brake gave to handling a train and the great and un- 
avoidable loss of brake power because only the empty weight 
could be relied on for braking purposes, which, in connection 
with the recent great increase in loads of cars, made brakes on 
both trucks very necessary. 

Messrs, GAREY, BARR and ADAMs took the same view, Mr. 
ADAMS mentioning the frequency with which wheels at the 
rear of the train break near the foot of long grades owing to 
heating by the brakes, and to the practice of brakemen of in- 
serting a stick in the brake-wheel to gain more power, thus 
sliding the wheels much more frequently. 

The Committee on Freight Car Roofs then stated that they 
had nothing to report, and asked to be discharged, which re- 
quest was amie. 

The Committee on Trap Doors in the Roofs of Passenger 
Cars, F. D. Adams, Chairman, then reported informally that 
they had sent out circulars to all members making inquiries 
on the subject, to which only 15 members had replied, 14 of 
them being clear that they felt no need for Srapdoore while 
1 was somewhat non-committal. 

Mr. FoRNEY explained that the action on this subject had 
originated in a suggestion and inquiry of the New York State 
Commission, and after an animated general discussion, the 
general purport of which was against the expediency of such 


| , 
- Committee. 





a device, and that tools within the car were a better and sim- 


each engine and tender entails an additional outlay of 3360. { Pier precaution, it was moved that the general purport of the 


The brake, however, is very effective, and the only one your 
Committee considers comes properly under the heading of 
automatic. Once coupled up it is ready for use, going in 
either direction, whether pushed or pulled, at low speed or 
high speed, and may be applied by the conductor from the 
last car connected to every car, including the engine, as well 
as by the engineer. The brakes do not act independently, as 
is the case with compression brakes, but they have to be con- 
nected continuously from the engine. Even with compres- 
sion brakes, however, it should be borne in mind that with 
partially equipped trains the most effective results are ob- 
tained when the cars are placed in the forward part of the 
train, as it is there they get the greatest compression. 
Notwithstanding the cost of the Westinghouse, we find it the 
inost largely introduced. Up to May 18, the following 
orders have been filled: 












Atchison. Topeka & Santa Fe (9,371 ordered)..... ....... . 7,140 
Peso cet orine cide ss sek cnSsesserecaccccaes 50 
American Refrigerator Transit Co.....................0005- 25 
Chicago, Rock Island & Pacific. ..............c.cce0 6 cece, 50 
Chicago & Northwestern .. .. 100 
Chicago, Milwaukee & St. Paul 50 
Chicago, Burlington & Quincy..... .......... 1 Pep RLS 20 
PEO a a du vac Soa basi6c casinoad ovees secenaceas 10,600 
Central, de Guatemala 51 
RRR IN oo sia noncs, cn dbdenaneesenetes'e ve 30 
Galveston. Harrisburg & San Antonio . 2,000 
Missouri Car & Foundry Co .......... 30 
Northern Pacific..... — ........ 930 
New York, Ontario & Western .................cc0. ccc eeeees 22 
New York, West Shore & Buffalo (wrecking cars).... .. A 8 
Cie CPC OMIOUOD fo665 ccc cscs. cesiead ossccseecess 10 
IN RS eet abr ctae ce. Ness cb acevnde ask sev 227 
Union Pacific (11,580 ordered)..... 2 ...........--20cc05 cee 2,300 

IE eae rcs t eth Th nes oto n Semchedeiawaamtenese® 24.243 


In addition to the above, 6,806 sets of the Westinghouse 
non-automatic brakes are in use on the freight cars of five 
different lines, one of which is the Denver & Rio Grande. 

4, Electric Brakes.—Your Committee have had no oppor- 
tunity of investigating. 

General Remarks.—In reviewing the foregoing, and with- 
out rere a, Hho fully into explanatory details, the main 
question to be considered by members of this Association and 
managers of railroads seems to be a choice of two types of 
brakes, the automatic air brakes or the cheaper compression 
brakes. It will be said by some this question of brakes is not 
anew one; it is new, it is true, for freight service, but we 
have had an ample sp rte ned with various types of brakes 
in passenger service for years past, from the hand brake 
upward, resulting in the air brake being recognized and 
adopted by almost every railroad management in the coun- 
try. If compression brakes are equal to or better than air 
brakes, why don’t their advocates undertake to fit up our 
passenger equipment with them‘ A very natural reply is 
that the passenger equipment of railroad companies have had 
the expensive air brakes applied, and, inasmuch as it does its 
work efficiently, it would be very difficult to have its 
place taken by any other types of brakes, even though 


informal report be communicated to the Commissioners as 
the sense of the Association. 

Mr. FORNEY suggested that it was treating the views of the 
Commissioners with undue lightness. They had not asked 
for an opinion as to the desirability of the device but simply 
as to its practicability. They were probably quite as compe- 
tent as the members of the Association to judge of its neces- 
sity; at least it would not be courteous to assume that they 
were not by offering opinions which they had not asked while 
omitting to respond to what they had asked. 

This view met immediate acceptance, and on motion of Mr. 
WALL the committee was instructed to prepare a summary 
of the reasons why on the whole it seemed inexpedient al- 
though perfectly practicable, one member being added to the 
committee who believed in using trap doors. Mr. GAREY 
was the only member present who took decided ground in 
favor of it. One or two very amusing stories were told in 
the discussion, which the curious will do well to search for in 
the official proceedings, until they find. ‘The general feeling 
was well hit off by a suggestion that it would be much like 
adding a lightning rod to every car, as they were occasionally 
struck by lightning. 

The Committee on Side Dumping and Drop Bottom Coal 
Cais then submitted the following report : 


REPORT ON COAL DUMP CARS. 

Your committee appointed to investigate the subject of 

Side dumping and drop bottom coal cars respectfully sub- 
mit the following report : 

A series of questions bearing on this subject was circulated 
by the Secretary among the members of the Association, 
from whom 15 replies were received. Twelve of these stated 
that they were not using this style of coal car, and conse- 
quently no information was received from them, while three 
expressed themselves freely in regard to their use and sent 
drawings ; one from the Hot Springs Railroad showing the 
use of the three truck or central support car with a double 
drop bottom, and explaining its advantages ; one from the 
Flint & Pere Marquette Railroad, showing the drop bottom 
car in connection with drop end, in order to empty 
the whole load and thus dispense with any shoveling, 
and «ne from the Chicago, Sarinetoe & Quincy Railroad 
showing location of car and chutes, and strongly recommend- 
ing the eight-wheel car. Your Committee find that each 
railroad company differs a little in regard to style of car; 
some prefer side-dumping coal cars and some prefer them 
with drop-bottonis. his, we find, is owing to the different 
requirements of each road. We would recommend the eight- 
wheeled drop-bottom coal car as shown in drawing furnished 
by the Chicago, Burlington & QuincyRailroad, as being the 
best for all practicable purposes ; but for an exclusive side- 
dumping car, your committee would recommend the Van 
Warner improved side-dumping car. 

JOSEPH TOWNSEND, 
JOHN DODGE, 


- Committee. 
C. E. Gore, \ 





On motion of Mr. SouLE the report was received and the 
committee discharged. 





The Committee on Standard Dead-Blocks then reported as 
follows : 
REPORT ON STANDARD DEAD-BLOCKS. 


The Committee appointed to report on this  sub- 
ject have found on investigation, and from the’ re- 
plies received in answer to their circular of inquiry, 
that thus far comparatively few of the railroads in 
the United States and Canada have adoptedall the standard 
dimensions for dead-blocks recommended by the Association. 
Very material deviations from these dimensions exist in the 
practice of the different companies. 

They have also found that there is much difference of opin- 
ion concerning the details of dead-blocks, and that it was not 
easy to design any form and method of construction and 
attachment which would be generally acceptable to the 
officers of different companies. 

Before such a design can be made, the opinions of those 
officers must be reconciled with each other, and the views of 
the committee must be framed so that their recommendations 
wili comply with the requirements of those in charge of the 
car departments of the leading roads. More time will be re- 
quired to do this than the Committee anticipated, and they 
consequently find themselves unprepared to make a final re- 
port at the present time, and all that they are ready to do 
now is to report progress and ask to be continued for another 
year. CHARLES BLACKWELL, } 

M. N. Forney, - Committee. 
G. W. DEMAREST. \ 


The hour of noon having arrived, discussions on questions 
ay neon by members were declared ih order pursuant to the 

y-laws, but the only one proposed was as to the spring of 
the standard axle under a 40,000-lb. load. Some surprising 
figures were presented, as to the wheels being %& to % in. 
further apart at the top than at the bottom, while when they 
were turned half round they were only ;; to  in., while 
yet on removal the axles were not found to be sprung. Some 
tests of the same matter some years ago onthe Illinois Cen- 
tral were mentioned. The general purport of the discussion 
was that axles undoubtedly sprung considerably in service, 
but that there was nothing alarming about it with present 
standard dimensions and loads. 


REPORT ON END PLATFORMS FOR FREIGHT CARS, 


Your Committee on the comparative advantages of the two 
methods of constructing freight cars, with and without plat- 
form timbers or end sills projecting from the ends of the cars, 
have had trouble in preparing a report, as some of the Com- 
mittee wanted platforms and others did not; and, as you will 
admit, it is difficult for a party to succeed either in politics or 
— when its members will not agree upon a plat- 

orm. 

From the answers to the circular of inquiry sent out, it is 
generally conceded that the time is not ripe for the Associa- 
tion to fix a definite standard for this portion of our freight 
cars. 

While your Committee appreciate the fact that it would 
be an extremely satisfactory condition of affairs if this ques- 
tion was settled, and would very materially clear the decks 
for your action on the standardizing and making uniform for 
all cars} such appliances as running board extensions, steps, 
ladders, hand holds, brakes, draft-rigging and details for 
operating automstic couplers; yet, nevertheless, the 
opinions of the railroads on the merits of the two forms of 
construction are so uncompromisingly opposite, that we have 
concluded that we could best serve the interests of the Asso- 
cition by putting on file for future reference a summary of 
the advantages and disadvantages of the two systems, with a 
hope that the facts in the matter having once been investi- 
gated and discussed and the merits and demerits meted 
understood by the opponents of each plan, the railroads will 
be in the position to give a consideration to this particular 
eee a of car construction that has not been accorded it 

heretofore. 

We cannot help but think that our report, together with 
the resulting discussion, will have an effect in causing some 
of the railroads to change their present practice, either to 
adopt or reject platforms, and that in a few years, when this 
subject could be very properly taken up again, a future 
committee would find more uniformity throughout the coun- 
try, and thus be able to advise the Association to adopt a 
definite standard. 

We have tabulated the replies of inquiry, and out of a total 
of 182,923 cars represented, 101,108 are equipped with end 
platforms and 81,815 are without them. 

Some of the roads have both styles of construction, but are 
in favor of one or the other. Placing the cars that they rep- 
resent altogether under the head of the form of construction 
they prefer, we find that roads representing 103,057 cars, or 
56 per cent. of the whole number represented, are in favor of 
platforms, while roads representing 79,866, or 44 per cent., 
are in favor of no platforms. Seven roads have cars with 
both kinds of construction, and may, therefore, be said to 
have had the fullest experience with the merits of each form. 
Of the seven roads, four are in favor of platforms and three 
opposed. Of the 23 railroads that have replied to the circu- 
lar, 7, or 30 per cent., are in favor of platforms, and 16, or 
70 per cent., are opposed. 

From this it will be seen that the largest vote, when meas- 
ured by the number of railroads, it is against the platforms. 

The former, as is well understood, is the crucial test in 
this Association. For convenient reference we have pre- 
pared full-size side elevations of the ends of two cars repre- 
senting a modern type of car having the end platform, and of 
two representing a modern type of car without the end plat- 
form. 

As there is evidently a misunderstanding in the nature of 
the differences of the two forms of construction in the minds 
of some of the members who are only using one form, we 
would call your attention to the fact that it is the practice 
on the largest proportion of the roads having cars fitted with 
end platforms to use double brakes, one a tunnel brake that is 
operated from the platform, and the other having the brake- 
shaft extending above the roof and operated the same as the 
brake-shaft on cars without platforms. 

In the sketches of the car without platforms, the ladders 
are shown on the face of the ends. It is, however, a very 
common practice in this country to place the ladders on the 
sides near the ends. We will consider the other answers to 
our circular under three heads: 

1. Safety to trainmen. 

2. Economy in construction. 

3. Facility in transportation. 

1. Safety.—Cars with end platforms provided with dead- 
woods give trainmen, when standing upon the ground, coup- 
ling or uncoupling cars, a living space for their arms and 
shoulders above the platforms. 

Steps and hamd-hclds are provided at all four corners of the 
car, instead of simply on two diagonal corners, as on 
cars without platforms. A man, therefore, has twice 
as many chances to get on a moving train as he has on the 
cars without platforms ; and taking into consideration cars 
without platforms having ladders on the sides, trainmen 
are exposed to the danger of being torn or scraped off by 
obstructions in yards or by bridges. Neither can they jump 
from a moving train on such a car with the same facility as 
on one equipped with the platforms, since on the latter there 
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ing, a man is able to pull a pin from moving cars while stand- 
ing on the platform, and thus avoid the danger of stumbling 
or catching his feet in the frog when running between cars 
where there are no platforms. 

A position of safety is afforded on roads having tunnels and 
through bridges by the end platforms, as trainmen can be 
out of danger and still have control of the brakes. Also in 
extreme cold weather they can ride on the platforms, shel- 
tered from the wind. 

Extension running boards are now almost universally used 
on cars having end platforms. The sketches show extension 
running boards on both kinds of cars. The total distance 
necessary for a trainman to step from car to car, when pro- 
vided with end platforms, is 22 in., without platforms, 171¢ 
in. 

The greatest possible compression of the draft spring never 
amounts on the former to more than 26 in., and on the 
latter to21!¢ in. The actual difference between the two 
forms of construction of 41, in. is therefore not important 
enough, when taken alone by itself, to decide the adoption or 
rejection of either one or the other of the two plans. 

End platforms furnish an additional safeguard to train- 
men in the event of their falling between cars from the roofs 
or the ladders ; the platforms very often save them from 
falling upon the track. Ona car such as shown in the sketch, 
where the ladder is on the face of the end, a trainman is 
almost certain, if the ladder gives way or he loses his hold, 
to fall upon the track. 

There are two objections that have been urged against end 
platforms on the score of safety, besides the one answered 
above, with reference to the distance between cars. 


First, that in case of a sudden call for brakes, the trainmen 
would not descend to the end platform to apply them, on 
account of the probability of their being crushed. It was 
shown in the above explanation that the majority of cars 
provided with end platforms have double brakes, with one 
brake-shaft extending above the roof the same as on the cars 
having no platforms, thus affording trainmen an opportunity 
to apply the brakes without descending to the platforms. 
The second objection relates to the possibility of the accu- 
mulation of snow and ice on the platforms. This objection 
certainly does exist; but it is the experience of the majority 
of roads having cars equipped with platforms, that either 
the one or the other platform of two cars coupled together is 
free from this obstruction, and the trainmen have always an 
opportunity of getting a good hand-hold to steady themselves 
from either the long brake shaft, the tunnel brake chain or 
the wooden ladder. 

2. Economy.—Your Committee has not been able to satis- 
factorily prepare a statement of the comparative cost of the 
two forms of construction, as the details vary greatly on all 
the roads. 

There is, however, an agreement among us that the first 
cost of construction is a little in favor of the plan without 
platforms, owing to the slight increase in the length of sills, 
truss-rods and bolts, the addition of the platform plank and a 
sill-cap to make a bottom piece for the bracing in ends, al- 
though some of this is offset by the cost of the extra timbers 
used for carrying the dead-wood. In economy of repairs and 
cost of maintenance the end platforms have an advantage. A 
broken sill can be renewed without disturbing the end-posts, 
bracing or covering of the car. In repairs to the draft- 
rigging the work can often be done by renewing the draft- 
bolts in end sills, thus doing away with the necessity of going 
into the car and removing its lading. The platforms admit 
of a larger end sill. As this is the point where the car re- 
ceives its greatest shocks, it is important that it should be as 
strong as possible. 

Those roads using both styles of construction have not re- 
ported that they have discovered any difference in the life of 
the two kinds of cars,owing,to the claim advanced by some of 
the members, that there was a greater strain on the sills of 
cars with platforms, due to their slightly increased length. 

It has been claimed that the sills on platform cars are liable 
to rot out more rapidly than on the other class of cars. 

This is not the case where the platform plank is used, gained 
so as to have lips covering each sill, yet open between the sills 
to allow the water and snow to drain from the ends of the car 
on to the ground. 

3. Facility in Transportation.—It is claimed that cars 
without end platforms possess advantages, enabling longer 
trains to be placed on shorter sidings. This, however, is only 
true with modern cars when the trains are longer than is the 
general practice throughout the country. 

The Pennsylvania Railroad car shown in the sketch is 37 
ft. 6 in. from face to face of bull-nose. The New York Cen- 
tral car is 36 ft. 8!¢ in. between the same points, the differ- 
ence being 9!5 in. ; therefore a New York Central train would 
have to consist of 46 cars before it would equal one more car 
in the same length in feet of a Pennsylvania train. 

A New York Central car has an inside length of 33 ft. 6 in. ; 
a Pennsylvania, 34 ft.; there is, therefore, 6 in. more effec- 
tive loading space in the Pennsylvania car. Ina train of 46 
New York Central cars there would, therefore, be only 11 ft. 
more of effective loading area than in a train of 45 Penn- 
sylvania cars. 

As there are very few roads in the country that regularly 
run, excepting on a few divisions, trains of 46 cars, it will be 
seen that the majority of the companies represented in this 
Association do not realize any advantage whatever with 
cars without platforms on the score of placing more of them 
on a siding. 

The end platforms are superior to the cars on which they 
are not used in shifting in yards, it not being necessary for 
trainmen to get up on top of cars to apply the brakes. They 
can with greater ease catch a cut of cars, as they can get on 
them at any corner they desire and use the tunnel brake. 
Then, again, the tunnel brake is the only form of brake that 
can satisfactorily be used on cars passing into covered freight 
stations, warehouses or grain elevators. 

If we compare end-platform cars with those without plat- 
forms having the ladders on thesides near the ends, it will be 
seen that on the former wooden ladders with good, heavy 
rounds placed far enough from the face of the ends to give a 
mana firm footing can be used, while on the cars without 
platforms it would be unsightly to use anything else than 
iron ladders with small rounds placed close against the siding, 

Freight cars can be built wider when the ladders are not 
placed on the side. Platforms protect the housing of cars 
from damage on sharp curves. On some of our roads it has 
been found necesssry with the growth of business and in- 
creased value of property in cities and on docks to make 
curves far sharper than was formerly the practice, and it has 
actually been established on some of the roads that two cars 
coupled together without end platforms cannot be run on 
some of the curves in our cities without the inside corners 
striking and doing damage. 

With the advent of the automatic brake on freight cars it 
will be necessary to adopt a double brake, and if we desire to 
realize the fullest advantage of the brake on both trucks, it 
will be necessary to place brake wheels at both ends of the 
car, and we consider that it would pay to have one of these 
brake wheels located like the tunnel brake wheel, so that a 
man could operate it in yards without requiring him to mount 
to the top of the car. 

General Conclusions.—Cars provided with end platforms 
are safer than those without. Their first cost is a little more, 
but their maintenance is less. They possess greater facility 


in transportation, especially on roads having through bridges, 
tunnels, cities and water-front properties. 
Of all the cars owned by railroad companies represented in 
this report, 56 per cent. : e 2 = of end platforms. 
. K. VERBRYCK, / « : 
Epwarp B. Waku, \ Committee. 
The following table shows the number of cars with and 
without end platforms on the roads from which statements 
were received: 
-———--No. of Cars,—---——-—, —References.— 
With Without 
Total. 
000 


platforms. platforms. For. Against. 
epee ag’st. 














Boston & Albany.... Siac J 6, 
Balto. & Ohio.... ... 15,967 tens 15.967 —s for ain 
Burl’gt’n & Lamoille ss 35 35 3 ag’st 
Central Vermont.... awke 2,229 2,229 “» 
Chicago, Burlington 

Kansas City.... ioe 493 493 = 
Clev., Col., Cin. & 

Indianapolis ... .. — 5,326 5,326 for 
Clev., Mt. Vernon & 

| SSRs 59 696 7a5 ag’st 
Chic., Bur. & Quincy te 16,000 16.000... vs 
Cin., Wash. & Balt. 971 226 1,197 for kas 
Flint & Pere Mar... ot 925 925 bea ag st 
Grand Trunk... ... ee 4,73 7A73 ad 
Hous. & Tex. Cen.. 785 222 1,007 for 
Lake shore & Mich. 

Seuthern......... a 16,000 6, ag’st 
Lake Erie & West'n hoe 2,000 2,000 22 
Lehigh Valley ..... 2,226 1,032 3,258 wae nal 
Michigan Central.. cule 7.505 i - 
Norfolk & Western. 5,000 2,500 7,500 sed 
Nerfolk Southern... one 140 140 “i 
Northern Pacific... 9,000 9,000 = 
Prov. & Worcester. 45k 453 a 
Pitts., Cin. t. 

BE tne socecetee 10,100 460 10,560 for oe 
Pennsylvania Co.... 20,000 3,000 23,000 ‘ 7 
Penn. R. R. Co...... 46,000 ong 46,000 ” ‘ 

OR aie itenntas 101,108 81,815 182,923 7 16 
Add cars in favor; 
deduct cars op- 
posed........ .... 1,949 ROD .. aknsisce 
103,057 =: 79,866 182,92° 7 16 
Percentages. .... .. 56.3 43.7 Ve 30 70 


The last committee report, on The Comparative Advan- 
tages of the Two Methods of Constructin Breight Cars with 
and without Platform Timbers or End Sills Projecting from 
the End of the Car, was then presented, as follows : 

The report was signed by Messrs. VERBRYCK and WALL, 
the other member of the committee Mr. CusHinG, of the 
Northern Pacific, having taken no part in the committee's 
work. 

The statistical presentation of practice immediately brought 
out a sharp discussion which touched on the subject of 
“delinquents” who do not answer circulars. 

This point was brought up by an assertion that only one 
side was represented in the report. 

An inquiry by a member, however, whether the table did 
not as a matter of fact represent all the reads and cars in the 
country which used end platforms, while showing only a 
small fraction of those which did not use them, was tacitly 
admitted. Out of the 101,108 cars stated as using end plat- 
forms, moreover, 92,067 belonged to two roads, the Pennsy!- 
vania and the Baltimore & Ohio. 

Several inquiries and criticisms of the report were made, 
especially as to the probable difference in air resistance due to 
the different distances between the cars, but nothing so de- 
finite as to have especial interest was brought out. Some un- 
usually fine crayon sketches, *‘‘ life size,” of the two plans were 
exhibited with the report, and on motion a special vote of 
thanks was extended to Mr. 8. H. HARRINGTON, Chief Drafts- 
man of the Pittsburgh, Cincinnati & St. Louis Railway for 
preparing them. 

he Committee on Subjects for the next Convention then 
recommended that reports be presented on the following: 
Standard Freight Car Truck: Safety of Trainmen; Automatic 
Brakes: Passenger Roof Trap Doors; Dead Blocks; Freight 
Car Platforms; Maximum Outside Dimensions of Cars; 
Standard Draw-gear; Skidding Wheels by Freight Brakes, 
and (a new subject) British and Continental Practice in De- 
tails of Car Construction. 

On motion of Mr. WALL, the last subject was made first in 
order, as one which might otherwise be slighted yet ought to 
merit attention. 

Amendments to the constitution were then to be acted on 
at the next convention announced: (1) permitting 
increase of annual dues from $5 to $8, (2) that the President 
en consultation with the Executive Committee (added) shall 
appoint committees. 

he convention then, at about 1 p. m., adjourned, to meet 
at Niagara Falls on the second Tuesday of June, 1886. 
NEW MEMBERS. 

Sixteen new members joined the association at the conven- 
tion, as follows: 

J. N. Barr, Chicago, Milwaukee & St. Paul. 

John M. Kelley, Alabama Great Southern. 

C. W. Mills, Rochester & Pittsburgh. 

H. M. Perry, Flint & Pere Marquette. 

H. Schlacks, Illinois Central. 

W. H. Day, Wilmington, Columbia & Augusta. 

W. H. Harrison, Baltimore & Ohio. 

E. W. Grives, Baltimore & Ohio. 

Wm. Kinyon, Western & Atlantic. 

J. M. Wallis, Philadelphiq, Wilmington & Baltimore. 

E. D. Nelson, Pennsylvania Railroad. 

J. L. Wagner, E. & Pacific Dispatch. 

H. A. Whitney, Intercolonial, of Canada. 

S. B. Haupt, Norfolk & Western. 

Osgood Bradley, Bradley Car Works. 

A. Galloway, Cleveland & Marietta. 








Exhibits at the Master Car-Builders’ Convention. 


A fine display of models and manufactured articles was 
made at the late convention, of which the following includes 
all the more prominent features : 

CARS. 

The Mann Boudoir Car Co. exhibited a fine sleeping car 
decorated chiefly with Lincrusta-W alton. 

The Ensign Manufacturing Co. had six freight cars, 

uipped with the Titus & Bossinger automatic coupler. 

he Lehigh Valley Co. had four freight cars, equipped with 
the new truck which Mr. H. Stanley Goodwin wishes to see 
adopted as the standard, and with the Widdifield & Button 
friction brake and the Curtis & Wood automatic coupler, 
both of which Mr. Goodwin has taken much interest in. 

The Wood, Dowling, Follett, Thurman, McKeen, Joo and 
Conway-Ball couplers were also exhibited on cars, and the 
Conway bell-rope brake. 

The Van Wormer dump car and several other dump cars 
were also exhibited. 

The large dancing hall of the hotel was well filled with the 
other exhibits as follows, classified as nearly as may be in 
order of the elaborateness of the exhibit and not of merit : 

CAR COUPLERS. 








Link Type.—Curtis & Wood, Ames, United States, Stan- 
ford, Wilson-Walker, Wood, Dowling, Follett, McKeen, 


Archer, Barnes, Hartwell, Howe, Meadows, Bond, Nutting, 
Merediths, Perry, Taylor (‘‘ Brakemen’s Friend”), Common 
Sense (Hooper & Drake). ° 

Lateral or ** Vertical Plane” Type.—Janney, (finely con- 
structed models), Thurmond, Joo, Titus & Bossinger, Hein. 


BRAKES AND BRAKE-GEAR, 

Eames automatic vacuum ; a new design shown by a par- 
ticularly fine model. 

Corrugated brake-hose, New York Rubber Co., having a 
spiral wire imbedded in the rubber. 

Widdifield & Button friction-brake ; car and model. 

Colburn automatic friction-brake ; lever at side operated 
by a cord passing through a tripping device on the car roof, 
which throws a paper friction wheel against the axle. 

Conway bell-cord brake ;.a fine working model ; friction 
wheel set by bell-cord or electric connection. 

Colburn’s wood and paper brake-shoe ; with this was a 
statement claiming for the brake a record of 183 weeks’ serv- 
ice and 9,281 miles, against 8 weeks and 6,000 miles with or- 
dinary metal shoes. 

Collins brake-shoe; this is one of those recommended by the 
comunittee. 

Christie brake-shoe ; this is also one of those recommended 
by the committee as a standard. 

Standard brake-shoe. 

‘* Common sense” brake-beam; an iron beam of an ZX sec- 
tion, of about the same exterior dimensions as a wooden 
brake-beam. 

Marden steel brake-beam; this was illustrated in the Rail- 
road Gazette of July 4, 1884, page 496. 


CAR WHEELS AND TRUCKS. 
Thurber steel wheel. 
Ellis wrought-iron wheels. 
, Spring plate steel-tired wheel (Dickson Manufacturing 
40.). 


Allen paper car wheel, small model. 

Finlay centre support car truck. 

Lehigh Valley proposed diagonal-rod standard truck. 

JOURNAL BEARINGS AND BOXES. 

Baker automatic-lock self-adjusting journal box, shown by 
models and in full size. 

Brigham self-oiling skeleton bearings. 

Ajax meta], samples. 

Granular Babbitt metal; samples and old brasses, with 
records averaging as stated, 4,C00 miles per 1 oz. less of 
weight. 

Vulcanized fibre, varied exhibit. 

Noyes & Woodbury’s cooling compounds, samples. 

Elastic Packing Co., packing for journal boxes, samples. 

CAR DOORS AND ROOFS. 

Wagner car door: so arranged by a cam device carried on 
a vertical shaft on the door as to throw in the door when shut, 
flush with the side of the car. 

Johnson car door fastener. 

Chicago and Shepard car roofs. 

Murtfeldt’s car roofing. 

CAR HEATERS, VENTILATORS, ETC. 

Baker old and ‘** perfected” heaters. 

Peter Smith heater. 

Fenunerty’s upper deck ventilator, an arrangement by which 
all the upper deck sashes can be opened at once by a longitu- 
dinal shaft, together with exterior guard-plates at top and 
bottom. 

Ormsby’s sash balance, enabling a car window to be 
raised, lowered and set at any point like a counter-weighted 
house sash. 

Coolbaugh’s tail-light and engine lamp holders. 

CAR SEATS AND FITTINGS, 

Roberts’ woven wire car seat. 

Wakefield Rattan Co., cane or rattan car seats. 

Hale & Kilburn Manufacturing Co., car seats. 

Lincrusta-Walton for decoration of cars; a full line of 
samples. 

MACHINERY. 

Triple back-geared boring mill, for roughing and finishing 
two tires at once (Chicago Tire & Spring Works). 

Robinson’s balance slide valve. 

Beaudry’s upright power hammer. 

Lewis bolt and rivet cutter. 

Chase’s lifting and weighing jack; by this device the weight 
of a car can be taken anywhere by four jacks. 

Asbestos wick packing, samples. 

MISCELLANEOUS. 

Butler’s draw-bar attachment, consists of a kind of case in 
which the draft-spring is inclosed. 

The exhibits included a variety of paints, varnishes, deter- 
sive fluids, etc., ete. 

The Electric Renovating Co. exhibited samples of a fluid 
for cleaning and renovating old plush. 





Sontributions. 





Piece Work in Railroad Shops. 





To THE EDITOR OF THE RAILROAD GAZETTE : 

My attention has been called by observation, in visiting 
numerous large railroad shops, especially the larger ones, to 
the fact that, with but few exceptions, they are still holding 
to the old way of performing the necessary repairs for main- 
taining the motive power and rolling stock. They seem to be 
ignorant of anything better, or indisposed to establish 
a more modern system, suchas is now in force in all 
large locomotive works and car-building establishments. 
In fact, alljlarge’ manufacturing establishments came to 
this years ago. I failtosee why managers of large rail- 
roads have not awakened to the fact before this. Many 
of the managers of the mechanical departments may put in 
the plea that it is an impossibility to scale the details, or, 
in other words, to set a price on all kinds of work, owing 
to the various methods of construction by the different 
builders. There is no sufficient reason for this to be the 
stumbling point. The difficulty can be overcome in 
a very simple way, by taking your present day 
wages and discount 20 per cent. from them; and take 
this for your basis, it will take but a short time until it will 
be found that, by strict observance, another discount of 20 
per cent. can be made. For example, Mr. A is fitting on 
driving boxes on the journal bearings, and it takes him 3 
hours, at 27 cents per hour on the day wages system. You 
set the scale at that less 20 per cent., and you will find Mr. 
A making more wages per hour than when working the 
old way ; and the same thing will soon appear in all other 





details, and it will be but a short time until the whole mat- 
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ter could be discounted, and a saving of at least 40 per cent. 
made over the old way—an item worth taking into considera- 
tion. The Pennsylvania Railroad Co. has this system 
fully established, and it has found it to make asaving of fully 
50 per cent, in the cost of labor over the old way. 

It is only a question of time when a departure from the old 
way will become generally adopted by all large railroad com- | 
panies, and the old way will be a thing of the past. Every 
year the rates for transportation are being reduced on all 
classes of traffic, owing to competition, and this compels the 
most rigid economy in operating a road. In order that the 
fixed charges of a road may be met and its credit not im- 
paired, every leakage must be checked, and the aforesaid 
system is a strong pull in the right direction. 

New DEPARTURE. 











Steam Pile-Driver Car. 





The steam pile-driver car shown in the accompanying 
illustration, is constructed of white oak, with an extreme 
jength of 40 ft. and width of 10 ft. <A tool box, track- 
clamps, car-supporting jacks and spring beams accompany 
and complete the body of the car. 

The arrangement for extension and slewing is combined in 
a system of rollers running in the channels of the I-beams of 
the leader truss and the circular I-beam of the car, while the 
centre casting serves as a guide for the frame in extension, 
and also as a pivot about which the truss and leaders revolve. | 
The I-beams of the leader truss slide through rollers which 
enter in its channels, their weight also being taken by a set 
of rollers, This system insures an inward or outward motion | 
to the whole upper truss, while the motion of slewing and | 
connection with the main car I-beam is secured by a set of 
rollers entering the channels of this circular I-beam, which | 
is fastened to the car. It will thus be seen that the leader 
truss may revolve about the centre, its weight being taken 
by the rollers in the circular I-beam, and at the same time 
it may be extended. i 

Through an attachment to the engine, the extension of the | 

| 





leaders may be 16 ft. from the sills of the car, and as the 
truss is balanced, its stability is sufficient to permit the lead- 
ers slewing 45 degrees, In this manner piles for a parallel | 
track may be driven if desired. It is also possible to give | 
the leaders sufficient length to drive piles 40 ft. long, which 
feature adapts the driver to high trestle and constructive | 
work, and to sand or light earth bottom driving. 
The provision for extension is especially valuable in new 























STEAM PILE-DRIVER CAR. 


INDUSTRIAL 


Built by the Works, Bay City, Mich. 
near the lower sheave, and that the transverse piece just 
back of the leaders is curved to this radius and serves as a 
guide and support to the timber and bracket which secures 
the leaders by the pin. This last bracket and block is firmly 
held at an angle by pins passing through this block and the 
transverse curved piece, and which is shown on plan with 
pin holes. 

The arrangement for lowering may be understood by an 
examination of the illustration. The pin on the hinged up- 
right which secures the back braces is simply removed, a rope 
fastened to the lower portion of the leaders, and knowing that 
the leaders slide through the upper iron guide, the leaders 
with their guys and braces revolve backward and rest on the 


| top of the truss, in a position for traveling. 


The feature of rapid raising and lowering is an important 
advantage in this machine, since in 10 minutes it may be in 
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Device for Turning Steel-Tired Car Wheels on the Axles. 
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shows it advisable to use a heavy one with a short lift, rather 
than a light one with a long lift, as the time occupied in 
working the lighter is obviously greater. 

This machine was designed by W. L. Clements, Mechanical 
Engineer of the Industrial Works of Bay City, Mich., which 
are at present building three of them, their latest pattern, for 
different railways. 








Device for Turning Steel-tired Car Wheels on the 
Axle. 





The accompanying cut represents a convenient and effect- 
ive device for turning steel-tired car wheels on their axles 
in an ordinary double-wheel lathe. It is the invention of Mr . 
Wm. Woodcock, Master Mechanic of the Central Railroad of 
New Jersey, and was patented by him April 21, 1885. As 
will be seen from the illustration, it is designed to obviate the 
objections which exist when the wheel is held and driven in 
the ordinary manner. By this new arrangement the wheel is 
held at points adjacent to the tread, so that the power is 
applied as nearly as possible where the cut is being taken. 
The device comprises a ring F’ bolted to the face-plate A, and 
having a series of projecting arms or brackets G G, the 
outer ends of these brackets being provided with inclined lugs 
b b, threaded for the reception of screws d d, which, when 
projected, bear upon the inner side of the rim of the wheel, 
and securely grip the same. The ends of the screws are cupped 
so as to present sharp edges which will bite into the metal 
of the wheel and insure a firm hold of the screws thereupon, 
tf desired, the arms G may be bent at the ends for the re 
ception of set-screws which engage with the outer side of th® 
wheel rim, as shown by the dotted lines, or, instead of em™ 
ploying a ring with a series of arms, the brackets may be 
separate pieces and bolted independeutly to the face-plate A. 

Messrs Bement, Miles & Co., of Philadelphia, have 
arranged with Mr. Woodcock to manufacture this device, 
and will give any further information concerning it that may 
be desired. 








Cement Testing Machines. 

A very valuable report giving what is likely to become a 
standard system of cement tests has recently been presented 
to the American Society of Civil Engineers by the Committee 
on Cement Tests, which, as it has not yet been published by 
the society, we are not yet able to present to our readers. We 


| present herewith in the meantime cuts of the three machines 
| recommended for making tests. 


Any machine which is capa- 


construction, as the operator is enabled to drive two lines of | perfect readiness for working, and hence may be used be- | ble of weighing a strain may of course be used, but practical 


piles with one move of the machine. This feature also ena- | 
bles twice the amount of track to be laid before this move, | 
in making which with the arrangement for self-propulsion, 
as shown, the use of a locomotive is unnecessary. 

Another feature of use in driving piles below the level of 
the track, and as low as 10 ft., is by raising or lowering the 
leaders by the rope of the lower sheave, and replacing the 
pin in one of the holes in the wrought-iron plate on the lead- 
ers, as shown. 

The arrangement for driving battering piles is easily under- 
stood, from the fact that the leaders may swing through an 
arc of a circle whose centre is in the guiding plate shown 





tween trains for repairs of pile work, etc. 

The general arrangement of engine and boiler is shown in 
theengraving. The main hoisting clutch sa friction. The 
engine is supplied with reversing link motion, and the levers 
for hoisting piles, driving same, reversing engine and for 


| propulsion of car, may be handled from one point. 


The rapid perfection of steam hammers, their cheapness, 
and capacity over drop hammers, have induced many to pre- 
fer them. 

The leaders are stiffened thoroughly by two 7-in. channel 
bars, which serve as guides for the hammer. 

The hammer ordinarily weighs 4,000 lbs,, and experience 





convenience requires that it should be specially adapted to 
that purpose, and those here illustrated are deemed to answer 
every necessary requirement. The chief fact to be deter- 
mined, of course, is not how to weigh the strains, but how to 
make the test ‘* briquettes” and how to interpret the tests 
when made. Standard methods for doing this have been rec- 
ommended by the committee, which it was as well qualified 
to determine, probably, asany seven men who could be found: 
and their work will, it would seem, give a new value to tests 
of this kind and greatly extend their use. All railroad com- 
panies of importance, in common with all other builders, buy 
large quantities of cement annually, and as it isa peculiarly 
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variable product, much of that sold being of very inferior 
quality, there is little doubt that purchasers are often victim- 
ized either intentionally or unintentionally. 

The Fairbanks machine illustrated is lightest and cheapest. 
it is entirely automatic in its action and its cost is given at 
#100, the molds (which, by the way, are in the engraving 
not of the form recommended by the committee) being 
extra. 

The principle of the machine is to allow shot to run from a 
pocket B into a cup F until the specimen breaks, when the 
falling of the scale beam closes the opening threugh which 
the shot escapes automatically and the breaking stress is de- 
termined from the weight of the shot which has escaped. In 
detail, the operation is purely mechanical, requiring no com- 
putation, as follows: 

Hang the cup F' on the end of the beam D, as shown in the 
illustration. See that the poise R is at the zero mark, and 
balance the beam by turning the ball L. 

Place the shot in the hopper B, place the specimen in the 
clamps NN and adjust the hand-wheel P so that the gradu- 
ated beam D will rise nearly to the stop K. Open the auto- 
matic valve J so as to allow the shot to run slowly. Stand 
back and leave the machine to make the test. 

When the specimen breaks, the beam D drops and closes 





CEMENT TESTING MACHINE—CAPACITY, 





the valve J. Remove the cup with the shot in it and hang 
the counterpoise weight G in its place. Hang the cup F on | 
the hook under the balance ball EZ, and proceed to weigh the | 
shot in the ordinary way, using the poise R on the graduated 
beam D and the weights H on the counterpoise weight G. 
The result will show the number of pounds required to break 
the specimen. } 

The other two machines illustrated, those manufactured | 
by Riehlé Brothers and by Olsen & Co., work upon a el 
ferent and more familiar principle and are somewhat more 
costly, the price of each being $175. They ought apparently | 
to be a little more expeditious in use, but we do not under- | 
stand the committee to make any distinction between the | 
machines in their recommendations. The engravings them- | 
selves make the operation of the machine so clear that it is 
needless to give a more detailed description. 

When one considers the extreme importance of the quality | 
of the cement in determining the permanency of masonry, | 
and the impossibility of forming even an approximate idea of | 
quality by any other mode thana regular system of tests, one | 
can only wonder at the carelessness which so frequently pre- 
vails. The only excuse for it in the past has been that there 
was no standard for interpreting the tests after they were 
made, and to determine one was a matter of much labor. 
This difficulty, it is believed, wil be largely removed by the 
publication of the report of the committee. 








President Devereux on the Railroad Situation. 





The following argument was submitted to the Select Com- 
mittee on Interstate Commerce of the United States Senate 
at St. Louis, June 17, by Gen. J. H. Devereux, President of 
the Cleveland, Columbus, Cincinnati & Indianapolis Co. : 

The development of the railroad system of the United 
States up to the beginning of the civil war was attended and 
directed in the main by what might be designated, in con- 
trast with later events, as a sound and cautious policy. The 
roads were built to meet actual and not imaginary transpor- 
tation necessities, the means for their construction being 
derived from fully paid-up capital stock, and from bonds 
well sold, limited in amount of their issue. In their opera- 
tion they were more particularly confined to the carriage of 
traffic originating on their own line, or controlled at their 
own termini: and, in respect of what is now known as 
‘‘ throuzh traffic,” the great bulk of that was left unques- 
tioned for lake, canal and river transportation. 

_In the great changes affecting material interests during the 
civil war, and as one result of the augmented and quickened 
resourcesof the nation toward expansion and production, 
railroads are projected everywhere in fields old and new, so 
that since 1865 the rail mileage of the country has been in- 
creased threefold, and in many instances during the recent 
years upon a basis of credit and credulity. 

The older roads about the years 1869-70, in their ever-con- 
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te with the 
long-haul, low class freights, as cereals and ro- 
visions. The outcome was to accelerate and continue 
year by year a decline in the rail tariffs for all freight 
transportation, east and west-bound, and affecting the 
water lines only by augmenting their capacity, and 
leaving them with relatively undiminished competitive 

wer, The natural increase of the business of the 
country fell far short of the continuing increase of transporta- 
tion facilities, and the financial loss and injury through the 
result of unlicensed competition was not unfrequently in- 
tensified by the demands of competitive trade-centres and 
the great commercial cities. Chicago was pitted against St. 
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Louis. Other interior points affected by rates yielded to the 
two great western cities clamored for competing or corre- | 
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TESTING MACHINE. 


le for business, started for the first time to com- | erly regulate and supervise them, bas from the first been 
ke, canal and river lines in the carriage of | rendered impossible, 


rgely by the circumstances of jealousy, 


| hostility, ignorance and indifference on the part of the com- 


munities which are served by the roads. 

The discriminations in rates where or when they may have 
existed, against which public invective has been heard, 
in no small degree been due to the natural outcome of yield- 
ing to commercial cities and trade-centres what they de- 
manded as their prerogative and inalienable right in matters 
of transportation. And unlicensed competition gave to them 
this power; as inevitably in the keenest conflict for aug- 
mented tonnage one road followed another, and rates were 
ground in a perpetual mill. 

The expansion and extent of our railroad system in the last 
quarter of a century is hardly conceivable. Yet to-day. with 
its complexities and its inherent radical weaknesses, arising 
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FAIRBANKS’ AUTOMATIC CEMENT TESTING MACHINE—CAPACITY 1,000 LBS. 


sponding rates with them. Baltimore neing poagreatienily 
nearest to western competitive marts, claimed that a common 
rate was to be determined by actual muleage, and insisted 
upon less rates than those given at Philadelphia and New 
York. Philadelphia also claimed in respect of the same 
competitive freight a less rate than that allowed New York. 
New York's insisted that, irrespective of geographical 
distance, business could and should be hauled by them as 
cheaply as by any and all rivals. 

he more northerly roads, reaching New England sea- 
ports, claimed that because of their disadvantage geographi- 
cally in a lengthened distance from competitive western 
trade-centres, their rates should be fixed lower than those of 
New York. 


Such a thing as regularity in rates, or any system to prop- 





from natural causes—that is, from the effect of the past 20 
years of freebooting in construction and free competition in 
operating—one stands without the pale of statute law in any 
effective effort to restrain and restore. ; 

The prosperity and credit of the railroad affects all inter- 
ests and all classes, investors or workmen. The point reached 
since the beginning of 1884 in the prevailing contagion of 
depression and loss, from the effects of ruinous rates, which 
were uncontrollable from a lack of adequate protection of 
railroad interests in the past. is not to be remedio1 by ene 
upon ‘the survival of the fittest.” This misappli-d phrase 
the scientist cannot furnish appropriate data in any recogni- 
tion and aljustment of difficulties which may attend the 
commercial affairs of a people. The law of “survival” may 
apply to animals, but not to railroads, which are indestruct- 














ible, and in their greatest financial weakn ess retain an aug- 
mented ability to injuriously affect and down others. 
Common interest and common sense should indicate that the 
remedy for this particular disorder was not continued 
conflict and destruction to an ultimate conclusion of 
general bankruptcy. One current belief in the public 
mind is that rail rates are always extortionate; an advance 

them from any point of depression furnishes on each occa- 
i ion fresh proof of such extortion. And further may be noted 
} he equally well shared belief that ‘‘the water,” or what is 
believed to be an undue amount of share — or of bonded 
debt of a corporation, is the incentive for the making of ex- 
cessive freight rates, as well as the cause for a persistent at- 
tempt by managers of railroads, otherwise designated 
** monopolies,” to grind and oppress the public through com- 


binations and pools for the enforcement of their greed. This 
to the attributed end of acquiring large dividends. Nothing 


could be more unreasonable than these outcries of prejudice 
and ignorance. Railroads are amenable to and are restricted 
under charter, but more commonly by general statute. They 
are the creatures of and are held accountable by the state; 
and of all created things under the law they have been the 
least protected, whether before bench and jury, or in times of 
open riot, 

As to rates, it may be said that not a railroad corporation 
for years, in making its freight tariffs, has charged or at- 
tempted to make the maximum figures it could have legally 
enforced. Fierce competition, however much it might injure 
particular local interests at isolated points, has put far beyond 
reach and consideration the securing of the highest attainable 
legal rate. And the thing that has never yet influenced the 
mind of a railroad manager in the construction upon a basis 
of cost of freight tariffs, is the pointof the amount of the 
road’s share, capital and debt. If the cost of a road stands 
at $25,000 or at $200,000 per mile, it is all one in the prac- 
tical results of operating the line. The rates are limited by 
law, but the limit counts as nothing in competitive traffic, 
where the lowest rates control and in the end destroy. 

The railroad vitally interests and affects many souls, if,it 
is itself soulless. Its revenue comes from its traffic. To fairly 
recompense the laborer, the mechanic, the engineer, the great 
army of workingmen and skilled artisans, which are with 
and of it, it must fairly earn. Equally true, too, that its own- 
ers, in their holdings and investments, should not be wronged. 
With the owners lie all risks and uncertainties, and their 
interests should receive reasonable consideration in the 
enforcement of adequate law. The railroad is for the 
greatest good of the greatest number, but the practical 
outcome of unlicensed competition in railroad construc- 
tion and operation is unmixed evil for all, ending in 
substantial confiscation and destruction. There are 9 main 
roads extending from the Atlantic sea-board to interior and 
commanding traffic points upon the lakes and rivers. Five 
of these, the oldest in operation, are commonly called the 
trunk lines, being respectively the Baltimore & Ohio; the 
Pennsylvania; the Erie; the New York Central, and the 
Grand Trunk. The others are the Chesapeake & Ohio; the 
Lehigh Valley; the Delaware, Lackawanna & Western, and 
the West Shore. Over these 9 roads are run 30separate and 
competing fast or co-operative lines, and all these 30 freight- 
carriers corapete one with another in a greater or less degree, 
although in part run over the same trunk lines. 

With this statement a map is submitted, showing the rail- 
roads now built and operated within the territory which is 
northward of the Ohio River, and extending beyond the 
trunk line’s western termini as far as Kansas City. The 
roads of the net-work there appearing have each their own 
separate organizations for control of traffic, and such control 
between the Atlantic sea-board and the Mississippi Valley 
certainly is and has been through the influence of rates. 
The 30 trunk-line competitors at each principal point for 
traffic are increased and multiplied by these numerous west- 
ern roads, some of which are within and others without the 
trunk lines’ systems in current operation. 

With the numberless reasons and causes, good, bad and 
otherwise, which continually appeal and come to each indi- 
vidual of this great host of railroad rate-makers ; with the 
craft and greed of human nature in this continuous and in- 


creasing competition to acquire all that can be obtained— |} 


not all the revenue obtainable for the road, but all the draw- 
back, concession and reduction in the rate that can be in- 
fluenced and extorted—there may be no surprise upon a reali- 
zation of the circumstances attending the conduct of rail 
transportation, that no agreement can be made which will 
secure the maintenance of agreed rates, while the efforts to 
such end, begun 15 years ago in respect of practical rail- 
road confederation or pling, stand thus far ineffectual 
and shadowed with the dead of possible illegality. 

It may be a trite remark, but one altogether true, that 
frequent changes in rates injuriously affect the interests of 
the community, and work discrimination. Rates should be 
both reasonable and uniform. They have been neither for 
the last two years, most assuredly. They have been wholly 
unreasonable, and at a standard so far below the rail rates 
of any other people on earth, so utterly insufficient in con- 
nection with an accompanying low rate of cost-service, as to 
be worse than absurd. I will illustrate this and the entire 
matter of my argument by considering the results of opera- 
tion for 22 years past of the Cleveland, Columbus, 
Cincinnati & Indianapolis Railway, as being a fairly repre- 
sentative case. 

At the beginning of the year i864, the stock and debt of the 
railway stood at $6,491, At the end of the year 1867, 
after four years’ operation, the stock and debt stood reduced 
in amount by $66,500. The average yearly freight-tonnage 
had been 47,863,208 ton-miles. The average yearly gross 
freight rate was 2.456 cents per ton-mile. The average 
yearly cost of carrying freight was 1.738 cents per ton-mile. 
The net earnings averaged $653,589 per year. The divi- 
dends annually paid averaged 1014 per cent. The equipment 
producing these results was 47 locomotives, 36 passenger 
train cars and 771 freight cars. 

The results of the next five years, 1868 to 1872 inclusive, 
were as follows: At the end of the year 1872 the stock and 
debt stood at $18,366,275. The mileage of the road through 
consolidation with another had been increased from 188 to 
391 miles. The average yearly freight-tonnage was 165,464,- 
455 ton-miles. The average yearly gross freight rate was 
1.513 cents per ton-mile. The average yearly cost of carry- 
ing freight was 1.095 cents per ton-mile. The decrease 
in the gross freight-rate was 38.4 per cent., and decrease in 
the cost 37 per cent., compared with the previous period, 
while the tonnage had increased 245.7 per cent. The net 
earnings averaged $857,446 per year. The dividends an- 
nually paid averaged 7 per cent. The equipment had been 
increased to 118 locomotives, 66 passenger-train cars, and 
3,023 freight cars. 

The results of the next 11 years, 1873 to 1883 inclusive, 
were as follows : At the end of 1883 the stock and debt stood 
at $22,286,600. The increase of debt was partly due (the 
same cause which contributed to increase the debt of the pre- 
ceding period) to obligations incident to having acquired, 
partly by ownership, but largely by lease, 34514 miles of ad- 
ditional road. e average yearly freight tonnage was 
353,933,290 ton-miles. The average yearly gross freight 
rate was 0.840 cents per ton-mile. The average yearly cost 
of carrying was 0. cents ag ton-mile. The decrease in 
the gross freight rate was 44.5 per cent., and decrease in 





the cost 37 per cent., compared with the average period of 
the preceding five years, while the tonnage had increased 
113.9 per cent. The net earnings averaged $601,394 per 
year. The dividends paid averaged in this period 2,14 per 
cent. annually, the most recent dividend having been paid in 
February, 1883. The equipment had been increased to 168 
locomotive engines, 120 passenger train cars and 5,278 
freight cars. 

It is thus seen that 20 years ago the road earned annually 
net $650,000, transporting 48,000,000 tons one mile. That 
nine years later, with stock and debt increased threefold, 
and transporting annually exceeding a threefold increase of 
freight, being 165,000,000 tons one mile, it earned annually 
net but $860,000. That at the end of 20 years, to wit, 1884, 
with stock and debt further increased one-fifth more, and 
transporting annually 355,000,000 tons one mile, exceed- 
ing more than sevenfold the freight movement of 1864-67, 
itearned annually net but $601,000, when 20 years pre- 
viously the annual movement of 48,000,000 tons-miles yielded 
net $650,000; and after 47 locomotive engines had been -in- 
creased to 168; 36 passenger-train cars had been increased 
to 120, and 771 freight cars had been increased to 5,278. 

The downfall in revenue rates for 20 years has been 
accompanied with but few and only temporary checks. The 
sources for corresponding reduction in operating cost have been 
substantially exhausted. Nevertheless, the railroads since 
1884 still have had to meet a continuing and apparently 
never-ending reduction in all traffic rates, although a point 
had been reached from the results of their conflict in un- 
restrained competition, when the cloud of financial embar- 
rassment or bankruptcy threatens to involve nearly every 
road between the Atlantic sea-board and the Mississippi 
Valley. 

Referring again to the road which was taken for illustra- 
tive statement, its average gross freight rate of 1884 had 
fallen to 0.633 cents per ton-mile. Of the road’s freight 
traffic 65 per cent.*in the total of about 400,000,000 ton- 
miles yielded an average rate of but 0.525 cents per ton- 
mile, the average cost having been 0.516 cents per ton-mile. 

One of the ablest railroad reviewers of the country, in a re- 
cent editorial upon ‘‘ The Profits on Through Trunk Line 
Freight,” commenting upon the report containing the figures 
just noted, says of them: ‘‘ This means that in order to earn 
one cent toward paying interest on the cost of its railroad, 
this company last year had to haul a ton of through freight 
20 miles; to earn $1, it had to haul a ton nearly 2,000 miles 
Does any one believe,” he asks, ‘‘ that this is a rational or 
healthful condition of things, and should not railroad mana- 
gers everywhere be encouraged and aided to make efforts to 
remedy it ?” 

Apparently the means of remedying this condition of things 
in rail transportation rates are not within the control of rail- 
road managers, judging by the trials and results of the past 
20 years. The truth as to remedy has been, that with well- 
meant and honest effort throughout, an effort that has not 
been exceeded in ability and intelligence in any other field of 
our national progiess, no cure was possible from an inherent 
weakness and defect in the disjointed and unguarded sys- 
tem of American railroad construction, with its kindred evils 
in overating experience. 

Every town has wanted a railroad, and after obtaining it 
wanted another; and every trade centre has had its rail con- 
nections multiplied and extended throughout the land to com- 
pete with or to obtain the favor and control of every possible 
market, The disposition of the public has been to promote and 
to push railroad construction everywhere, through new pro- 
jects and by extending old lines; and too many of these 
enterprises have been instigated more by a spirit of wild 
scheming than by the demands of traffic, or which were 
justified in their financial obligations and outlay by 
actual business necessities or promised growth. And the 
multiplying of roads, created as some were with inherent 
financial weakness, not to say rottenness, has produced the 
inevitable result of continuing the difficulties which have at- 
tended the complex question of maintaining agreed rail-trans- 
portation rates, especially during periods of commercial de- 
pression, local or otherwise. The case has been one of drift- 
ing, in which the constant, irrepressible changes that had to be 
encountered were the accompaniment of the extraordinary 
development of the country’s resources during the past twenty 


years. Toa considerable extent the additions to the railroad 
system during that period were and have _ proven 
to be deficient in local worth, as well as mcongruous 


and unnecessary in any proper adjustment to those other 
lines over which traffic flows from natural law. Herein was 
cause for additional friction and far-reaching contest. sut 
the creation of such unnecessary roads was made easy 
through the prevalence at times of a spirit of speculation 
bordering on fanaticism. And, in the current results of rail- 
road operation, no human power or combination, however 
united, nor how rightfully actuated in its aim and purpose for 
the common weal, could do aught but palliate the difficul- 
ties : the means whereby a reasonable and legal corrective 
might be established were and are yet to be recognized and 
acquired. 

In dismissing from further consideration the causes which 
have in the main produced the present deplorable condition 
and results of railroad operation, it will be understood that 
the principle of competition is not to be yielded, but is to ob- 
tain. It would be impossible for roads through any power of 
confederation to enforce arbitrary rates. The water routes 
of the lakes, river and canals will dominate in freight rates 
so long as grass grows and water runs ; and against railway 
confederation that extortion might follow, is the uplifted arm 
of the law. 

But a competition thatis wholly unrestrained will ultimately 
work in these matters a harvest of general disaster. Liberty 
is not license : competition may not be limitless. | Competi- 
tion should not be a freebooter in this matter, which enters 
into every material interest of the land and affects the wel- 
fare of all people, nor is competition to be permitted to run 
amuck in the destruction of vested capital. 

It may be pointed out that with all railroads between the 
Mississippi Valley and the Atlantic sea-board bankrupted, 
and then simultaneously reorganized upon one quarter, it 
might be, of their present share capital and bonded debt, 
still with a continuance of the practice of unlimited and un- 
guarded railroad construction through paper and credulity ; 
and with the general conduct of rail transportation affairs 
continuing to exist as heretofore, the result would surely be 
that in a few years railroad property would again become as 
impoverished and would be threatened in like measure and 
manner as is the case to-day, in all probability to be finally 
sunk from sight as an investment. 

What then is needed, and what the remedy ? 

Briefly this: 

First. As to railroad construction: 

The plan and scheme of all additional and proposed rail- 
road and branch construction, including details of location, 
estimates of cost, and list of share subscription, must first be 
submitted to and receive the approval of a state tribunal, or 
of state commissioners. 

All shares must be fully paid in cash. Bonds issued not to 
exceed in amount that of the share capital, possessing equal 
voting power with the shares, and wilbueat right of mortgage 
foreclosure. The lien of the bonds and their interest, being a 








first charge upon the earnings of the road next after operating 
expenses, rentals and taxes, 
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Second. As to railroad operation. Railroad confederation 
should be legalized, and, next: 

Established rates must be legalized, leaving to the roads, 
2ach and all, whether in or out of confederation, the same 
right as now to make and determine rates under existing 
special or general statutes of the states. But all rates; 
passenger, freight and live stock, must be published in ad- 
vance, unalterable for a certain period, say for 30 days, and 
no change in rates to be made under 30 days’ published notice 
in advance. Any person or persons who shall disregard the 
published rates by allowing or conniving in any form of con- 
cession in such published rates, through drawbacks, com- 
missions or by any form of subterfuge whatsoever, shall upon 
conviction be punished by fine, imprisonment or both. 

\ state tribunal or railroad commission to be charged with 
advisory power and responsibility as to established rates and 
their maintenance, and to be possessed of full knowledge, 
through current inspection and reports, of the conduct of 
railway affairs, inside and out. An effective and general 
organization of such tribunals and the several state commis- 
sioners might follow, which would be aided by appropriate 
recognition by Congress; and in maintaining established rates, 
a special Department of Interstate Commerce might be re- 
quired, having regard to rail traffic coming from, or passing 
through or beyond, the United States border. ; 


THE SCRAP HEAP. 


In the Depot. 


All the adult passengers in the waiting-room had their at- 
tention attracted by his antics. He wanted candy, and he 
wanted to see the river, and he wanted to go aboard the 
train, and he wanted more than any city the size of Detroit 
could furnish free gratis. His mother hushed him up the 
best she could, and several times he slapped her face and 
kicked her shins, and got off without even a pinch. By-and- 
by an old man who sat near her, and whose feet the boy had 
walked on several times, began to get nervous, and, turning 
to his right hand neighbor, said: 

‘* Land o’ massy ! but I’ve either got to git outer here or 
spank that boy !” 

‘* He just aches for it !” growled the other. 

‘*He does. He puts me in mind of my William. I've seen 
William when nothing on earth but a spanking would put 
good nature into him.” 

‘** T say will you go ?” shouted the boy at this moment. 

‘* Please, Johnny, be good,” entreated his mother. 

**T won't !” 

‘*Oh, do! See how they are looking at us.” 

‘*T don’t care if they are !” 

With that he walked up to the old man and made a kick, 
and then the curtain went upon the play. With one twist 
and two motions he was seized, whirled over a pair of knees, 
and before he could squawk once the spanking-machine began 
its work. If ever a boy of 7 was neatly wound up and the 
ugly taken out of him inside of 60 seconds, the work was no 
more complete than in this case. 

‘* There !” said the spanker as he upended the child and 
laced him on a seat, ‘‘ you'll feel better—a heap better. 
Fated to do it, you know, but saw that you were suffering 
for it. Beg your mother’s pardon for interfering in fam’ly 
matters, but you set right thar’ till the train is ready !” 

The boy * set,” and such calm and solid peace stole over the 
crowd that the yell of the hackmen out doors gave everybody 
a pain.—Detroit Free Press. 


Old Style Train Orders. 


Mr. Andrew Quintin, of Trenton, N. J., one of the oldest 
conductors in the country, was a delegate to the recent 
annual convention of the Passenger Conductors’ Life Insur- 
ance Society of the United States. He displayed before the 
convention a sample of the orders issued to him as a conduc- 
tor in 1845, as follows: 

‘** Instructions—Trenton & Pennsylvania Railroad. 
3—Philadelphia, December 12th, 1845. 
tin: Sir—You will leave Trenton at 
and Burlington at 8 o’clock a. m. If no flag is up, remain on 
turnout till C. & A. R. R. line passes, and if no line is in 
sight when you get to Dank’s, = on carefully with a man 
ahead (at curves), and give New York line the preference, 
and then continue on to Camden at regular speed; if you can, 
get there by 9.28 (regular time to be there 9.20). If you can- 
not reach there by 9.28, stop at the deep cut, if you get there 
by 9.35, and remain till 9.50, if mail pilot line does not 
arrive. If you cannot reach deep cut at 9.50, stop at Fish 
House turn-out till 9.55. If no line in sight, then proceed to 
Camden with man ahead, as before. Wm. H. GatzMER. 

“Pp. S$. You will regulate your watch by the office clock 
in Philadelphia and you will take water at Rancocas when 
there is water there:” 

Fast Time. 


The Indianapolis & St. Louis limited express left East St. 
Louis at 9:23 a. m. Tuesday, one hour and 13 minutes behind 
schedule leaving time, and ran into the Union depot, Indian- 
apolis, but five minutes late. The train reached Mattoon at 
12:33 p. m., making the 135 miles in 3 hours and 10 minutes. 
Time taken to make 6 stops at railroad crossings and county- 
seats to be deducted. The best running, however, was made 
between Mattoon and Indianapolis. The train was hauled 
by engine 112, Bennett engineer and Belnap conductor. It 
left Mattoon at 12:47 p. m., reached Indianapolis at 3:40 p. 
m. Seven minutes were lost at Terre Haute, and three stops 
were made between Terre Haute and Indianapolis—two at 
railroad crossings and one at Greencastle. The distance is 
128 miles, and was covered by the train in 2 hours and 47 
minutes; actual time the train was running, 149 minutes 
The 17 miles from Danville to the Belt road was run in 1715 
minutes. Three miles in succession were run in 54 seconds 
per mile. With but two exceptions, this is the fastest run 
ever made on western roads for a distance of 262 miles,—St. 
Louis Republican, June 12. 

A Queer Case. 

Major James Geddes, the resident Superintendent of the 
Louisville & Nashville Railroad, finished unearthing a case 
yesterday that turned out to be one of the coolest and most 
deliberate attempts ever made to get damages from a railroad 
company. In addition to this the unraveling of the con- 
spiracy developed an attempt of a man and wife to perpe- 
trate a most fiendish outrage, and cause the sacrifice of their 
own child in order to get grounds on which to sue the rail- 
road company. 

After the engineer of a passenger train reported to Major 
Geddes on Friday night that he had nearly run over a col- 
ored boy near the tunnel of the Decatur division of the 
Louisville & Nashville road on that day, who seemed desir- 
ous of committing suicide, the Superintendent referred the 
matter to Mr. F. Lester, the station agent of Lester station 
which is near the tunnel. Major Geddes’ letter was returned 
last night with the following indorsement by Mr. Lester : 

‘* There is a negro living near the mouth of the tunnel who 
has about 10 children. Yesterday they agreed that one of 
the number should sit down on the track and be killed by 
passenger train No. 2, so that the mother could recover from 
the railroad company money as damages with which to raise 
the balance of the family. One of the children agreed to 
die, and they went down the road a short distance, and the 
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one who had consented to die got on the track and sat there 
until the passenger train came within about 10 ft., when the 
child became frightened and jumped off. he mother 
whipped the child severely, although it persisted in telling 
her that she was going to die for her benefit.”—Nashville 
(Tenn.) Union. 

A Boy Train Wrecker. 

Last Saturday while Burlington & Missouri passenger train 
No. 31 was thundering along the track a mile anda half 
south of Beatrice, the engineer suddenly wo og a tie upon the 
track. It was too late to stop his train, so he held his breath 
and waited with painful suspense during the second or two 
which intervened before coming to the tie. The obstruction 
was fortunately not fastened tothetrack andthe engine 
pitched it off without meeting with any damage. 

John Flynn, theshrewd and indefatigable detective of the 
company, was sent down at once to thescene of the attempted 
wreck, and by last Monday had succeeded in tracing the deed 
toa boy named James Terney, whom he arrested. The boy was 
prevailed upon to make a full confession, in which he said 
that once when in New York he saw in an illustrated paper 
a picture of a train wreck, and he wanted to see how one 
would look. He used to live in New York and was sent west 
by a charitable society and adopted by the family with which 
he has been living. 

His trial was had before Judge Broady at Beatrice day be- 
fore yesterday and he was sentenced to the reform school for 
the rest of s minority, which, as he is now but 13 
years of age, will make his term eight years.—Lincoln (Neb.) 
State Journal, June 13. 





ANNUAL REPORTS. 


The following is an index to the annual reports which have 
been reviewed in previous numbers of the current volume of 
the Railroad Gazette : 
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Vicksburg & Meridian. 


This company ownsa line from Vicksburg, Miss., to Meridian, 
140 miles. The report is for the year ending March 31. 

The road is part of the Cincinnati, New Orleans & Texas 
Pacific system, with whose Alabama Great Southern line it 
connects at Meridian. 

Of the whole line 115!¢ miles are still laid with iron rails 
and 241¢ miles with steel. ’ 

The indebtedness and cost of road reported are as follows: 








Bhock (HOR IGOR wer MAGE) ncccas cecce ccaceeses Socsess $5,902,713 
Funded debt ($28,714 per mile)..............-.....06.. 4,020,000 
Other debt ($1,845 per mile) .............cceceeeeeecees 258,352 

I in. ss pancake edteiinaebdal ste edere teeta aks 10,181,085 
Cost of road and property ($72,721 per mile).......... 10,181,065 


The funded debt consists of $1,000,000 first 6s; $1,100,000 
second 4s (these will be 5s next year and 6s thereafter), and 
$1,920,000 income bonds. Notwithstanding this large capi- 
tal, the finances of the company are said to be in a very un- 
satisfactory condition, as is shown by the table of current 
liabilities, amounting to $384,788, with current assets of 
$66,094, leaving the balance of indebtedness $318,693, to 
which add estimated expenditures for reconstruction and bet- 
terments, as per engineer’s estimate, $145,579, and estimated 
cost of changing gauge, $33,235, making a total of $497,507, 
which is required to pay the floating indebtedness, to pro- 
vide} for interest on mortgage bonds, for putting in an in- 
cline for transfer of cars at Vicksburg, for changing the 
gauge to correspond with the roads west of the Mississippi 
River, and for other current expenditures for reconstructions 
and betterments during the current fiscal year. In the judg- 
ment of the managers, these improvements will add needed 
facilities that will secure sufficient revenue to provide not 
only for the present fixed c’ upon the property, but also 
for interest upon the additional $497,507 of capital required. 

The report says : ‘‘ Itis therefore of the utmost importance 
that immediate steps be taken to devise some plan whereby 
this sum can be raised, so that the property can speedily be 
put in a position to earn its fixed charges, including interest 
on this additional capital.” 

The earnings for the year were : 














1884-85. 1883-84. Inc. or Dee. P.c. 
Freight -$296,973 $300,027 D. $3,054 1.0 
Passage. .. - 169,162 190,216 D. 21,054 11.1 
Mail, etc.... . 29,468 23,641 I. 5,827 24.7 
Total $495,603 $513,884 D. $18,281 3.6 
Expenses 5, 410,861 I. 55,106 13.4 
Net earnings ... .... 29,636 $103,023 D.$73,387 71.2 
Gross earn, per mile.. 3,540 3,671 Dz. 131 3.6 
et nd ce 212 736 = oé#{. 524 71.2 
Per cent. of expenses.. 94.0 79.9 I. 14.1 on 


The high proportion of expenses to earnings was partly due 
to low rates on traffic. 
The result of the year was as follows : 


TOC OIE GR OROND nic iecincccrhesbicnnws. .sénesn tras $29,636 
EO CAUNONG CUMIN, 6656x000 c0sc0cses.sncba pas $104,000 
Interest on current accounts..............00..005 ’ 
—-— 111,633 
DigBalt Gor AS BOWE nino nisin coseewnsccturoasdisscey $81,997 


This result compares with a deficit of $10,402 in 1883-84 
and a surplus of $47,572 in 1882-83, Interest on the income 
bonds is not included. 








The results of operations have not been satisfactory, chiefly 
because the earnings have been reduced by the building of 
new lines and the resulting loss of traffic and reduction of 
rates. To compensate for this, it is believed that the opens of 
the Vicksburg, Shreveport & Pacific as a through line to 
Texas, in connection with this road, should be hastened as 
much as possible. 

To complete such a line into Texas it is necessary that 
arrangements be made for the transfer of loaded cars and 

ssenger trains between Vicksburg & Delta. Although the 
Vicubore, Shreveport & Pacific road was actually com- 
pleted in “August, 1884, no land with river frontage at Vicks- 
Cas suitable for an incline and transfer purposes was 
secured in advance by this company. This failure to provide 
for the transfer of cars across the Mississippi River has pre- 
vented the company from doing a Texas business since com- 
pletion of the Shreveport line. 

There have been serious obstacles in the way and the own- 
ers of the land ask exorbitant prices, but negotiations are now 
pending that will, in the opinion of the board, result in 
securing necessary facilities for a transfer, either at Vicks- 
burg or some other point on the Mississippi River, upon terms 
more favorable than those heretofore proposed 


Marquette, Houghton & Ontonagon. 


This company owns a line from Marquette, Mich., through 
L’Anse to Ame ot 95 miles, with 40 miles of short 
brauches and spurs to mines, making 135 miles in all, The 
report is for the year ending Feb. 28. 

here are 3514 miles of second tracks and sidings in use, 
making a total of 17014 miles of track, 

Since the close of the year the company has bought the 
Marquette & Western, a parallel line from Marquette to Ish- 
peming, 16 miles. 

The general account, condensed, is as follows: 








rs GU cccccinccscbbccsuh cfs sebeevebes send 2,798,100 
OO vcs ccnwsserssd eieN Kasesbaonessacnue 2,259,027 
DRIES iccnkacend seneannthiheseaabtvesesobers 3,166,700 
Proceeds of land sales..........cccccssscseces secccees 2,624,988 
Accounts and balances............:sessseesesseeee ‘ 113,075 
POU MOEN aco wesdvceccapdbuesesreebsedeneas 5505 447,949 
ene esanses, c6he shies bibbe nee $11,409,843 
Road and equipment.. .. ...... ..... .. $10,965,728 
Stock and bonds in treasury............. 188,603 
TI icnccknscsecece ccvactees 204,097 
Accounts and balances.... ........+. ..+ 26,697 
SEN Niiks ss sane seaninessndGinks ieeeaeaees 24,718 
~—— 11,409,843 


The funded debt, Feb. 28, 1885, was $3,166,700, including 
$1,427,500 8s, due June 1,' 1892; $576,200 6s, due March 1, 
1908, and $1,163,000 6s, due June 1, 1923. To retire the 
bonds of 1923 there are applicable the proceeds of upward 


28 | of 80,000 acres of land received from the state of Michigan 


to aid in constructing the Houghton & L’Anse Railroad. 
The traffic given is as follows : 


1884-85. 1883-84. Increase. P.c 
Passenger-miles.... 2,793,812 2,616,175 177,637 0.7 
Ton-miles. ...... .. 26.012,817 23,488,679 2,524,138 10.7 


The increase ir freight was from the extension of the road 
(operated only three months in 1883), and there was a con- 
siderable loss in iron ore. 

The earnings for the year were : 


1884-85. 1883-84. Inc. or dec. P.c 

INE dsieise- ance $819,198 902,159 D. 2.961 9.2 

eS ree . 488,998 509,824 D. 20,026 4.1 

Net earnings......- $330,290 2,335 D. $62,045 15.7 

Gross earn. per mile. 6,068 8.648 D. 2,580 29.8 

Net ” se ws 2,447 3,857 =D. 1,410 36.6 
Per cent. of exps..... 59.7 56.5 » 3.2 . 


There was a decrease of 5 per cent in passenger earnings, 
an increase of 10 per cent. in miscellaneous freight and a 
decrease of 15 per cent. in freights on iron ore. The 
Houghton Extension, 32 miles, was not opened until Novem- 
ber, 1883. 

The result of the year wasas follows : 





ee ee ere re $330,290 
Interest and other vharges ..............0+ +++ 214,470 
IN 6 65 SCds Zit Sabo ~ cd Keb eKeseencewae 56,460 

---- 270,939 

ee Ce ais ais 5:0 88 cen neko onnteaecne $59,351 


Dividends paid were 2'4 per cent. on the preferred stock, 
against 8 per cent. in 1883-84. Expenditures for new con- 
struction were $85,866. 

There were 9.3 miles of steel rails laid last year, leaving 
only 8 miles of iron in the main line ; 1.39 miles new sidings 
were built. 

The acquirement of the Marquette & Western road, hereto- 
fore noted, came within the fiscal year 1885-86, and for that 
purpose $1,400,000 of 40-year 6s are required, beside $600,- 
000 common stock, the 6s to date from April 1, and the first 
coupon to mature October 1, 1885. 


Gulf, Colorado & Santa Fe. 


This company owns lines from Galveston, Tex., to Lampa- 
sas, 274 miles: Alvin to Houston, 24; Somerville to Mont- 
gomery, 56; Cleburne to Dallas, 54; Temple to Fort Worth, 
128; a total of 536 miles. It has under construction 26 
miles from Lampasas west and 18 from Montgomery east. 

The fiscal year having been changed to end Dec. 31 instead 
of July 31, as heretofore, the report covers a period of 17 
months, from Aug. 1, 1883, to Dec. 31, 1884. 

The general account, condensed, is as follows : 





bated eiidesSsbidcweads ccscab sdeceasssnwenbeasnied $4.560, 
UY | SE rrr rer ree 8,448,000 
Bills and accounts payable...............-060.:eeeeeeees 72,55 
Ce. a anda... acumen, beens Sene Sens 88,714 

PR ish cac Meas 305! dbedeweses hd. 6565 %Qapeeeeeee $13,969,264 
Road and equipment...............-..++++ $12,823,166 
DE case secccsce -0sccscscccebacs 472,348 
DD ix acne wages sach sue beds. shes oeheene 457,016 
Accounts receivable. ........ 2. ...eseeeees 7.656 
OARS: had beh RK ES S55 0000845508000. beeen 19,078 

— 13,969,264 


The funded debt consists of $6,840,000 first-mortgage 7s 
and $1,608,000 second-mortgage 6s. 

The earnings and income statement for the 17 months are 
as follows : 







aaa . $2,037,918 
eee - 542,241 
COIN ie kahanspes aisesseetnen 201,049 
Total vidi .. $2,781,208 
Expenses (82.3 per Cent.)........ccccccccsecsscccceevees 2,288,087 
Net earnings $493,121 
errr 
Taxes and insurance 
645,241 





PR ciepannrngersdcnkee onansnun ecehakntabe-othh) ebb $152,120 
Mr. Geo. Sealy, the President, remarks in his report: ‘‘ A 
careful investigation of all your assets was made, and $145,- 
496 has been chonged out to income account for reduction of 
fuel, stores and material on hand, to present actual cash 
value and to cover all doubtful assets. These losses to the 
company all actually accrued previous to anything contained 











in your present statement and have been adjusted during the 
= year. Your assets now stand upon as nearly a cash 
sis as they can be estima 

‘* The business since your Jast statement has not been satis- 
factory, but you must take into consideration that it covers 
a period of time during which we have had a failure of —— 
a panic, and a very ry and general depression in trade 
such as we have not had in Texas during the past 20 years, 

*‘ Owing to the very short crop in Texas the past year the 
tonnage has been light, and, as is almost always the case 
when there is but little to transport, the lowest rates prevail. 
This is the result of unfair competition and a desire to get 
business, even if carried at no profit. 

‘You have now under construction an extension from 
Montgomery to the International & Great Northern menwer, 
say 18 miles, and from Lampasas west on your main line 26 
miles, Your incoming board will decide if further road 
shall be constructed, We suggest to the incoming board the 
policy of submitting to you for your consideration whether 
or not you should limit the issue of second-mo e bonds 
not to exceed $8,000 per mile, instead of $13, , as the 
mortgage now stands, Eight thousand dollars second-mort- 
gage bonds per mile will be sufficient under all circumstances 
to protect your property and cover all expense in further 
construction and equipment of road, and the reduced limita- 
tion of bonded indebtedness will appreciate the bonds as well 
as the stock of your company.” 


Hanover Junction, Hanover & Gettysburg. 


’ 


This company owns a line from Hanover Junction, Pa., to 
Gettysburg, 30 miles, and works under lease to the Berlin 
Branch, 7 miles; the Bachman Valley road, 14 miles, and 
the Baltimore & Hanover, 20 miles, making 71 miles in all, 
The report is for the year ending March 31, 

The equipment consists of 11 locomotives; 14 passenger and 
2 baggage cars; 50 box, 17 stock, 28 gondola, 22 lime and 2 
caboose cars; 7 gravel cars and 1 wrecking car, One loco- 
motive was added last year and two passenger cars are under 
construction. 








The general account, condensed, is as follows : 

IE iiasn'n.0ic'e oc) Gb hip Aah aA ceded h'o oa kee sd ees 
SPMD | 6n0.0:55.0.dosnstensecsebebsshsdsssvnsneses ... 213,500 
Accounts and balances ... 13,626 
POUT UNE Sa. sss oss apdeseud Bernice tee ... 343,852 
a ...$687,828 

Road and equipment. . ,650 

Stocks of leased lines 107,650 

Fuel, materials, etc.... 16.690 

Cash and bills receivable 10,838 
——-—— $687,828 


Stock was not changed during the year ; the funded debt 
was increased by $5,500 bonds sold. 


The traffic for the year was as follows: 


1884-85. 1883-84. Inc. or Dee. P.c. 
Locomotive miles.... 164,635 163,422 I. 1.213 0.7 
Pass. car miles...... 260,933 238,365 I. 22,568 9.5 
Freight car miles..... 242 566 271,183 D. 28,617 10.6 
Passengers carried... 54.005 97, G15 D. 3,610 6.3 
Passenger-miles...... 830,575 20,148 D. 98,575 10.6 
Tons freight carried.. 76,204 95,157 D. 18,953 19.9 
Tomas... necscces 710,311 906,120 D. 94,869 105 

Av. rate: 

Per passenger-mile.... 2.52 cts. 2.53 ets. D. 0.01 ct. 0.4 
Per ton-mile........... 3.75 “ 4.14 * D. 0.39 * 9.4 


Of the freight-car mileage 61,947 miles were made 








foreign and individual cars. The loss in freight was chiefly 
in iron ore, lumber and coal. 
The earnings for the year were: , 

1884-85. 1883-84. Inc. or Dec. P. c. 
EE $26,638 $37,562 D. $10,924 29.1 
Passengers. ............ 21,2 23,894 D. 2,640 11.0 
PG seco 50-0 cosnte 13.606 12,281 I. 1,325 10.8 
Working leased lines.. 28,490 29,248 D. 758 2.6 

Total...... seeeseeees $89,988 $102,985 D. $12,997 12.6 
Expenses.............. 67,522 70,297 D. 2,775 3.9 
Net earnings ...... .. $22,466 $32,688 D. $10,222 31.3 
Grossearn, per mile... 1,267 1,450 Dz. 183 12.6 
Net 3 - bao 317 460 dD. 143 31.3 
Per cent. of exps... .. 75.0 68.3 1. 6.7 ove 


The earnings of the road owned, excluding the leased lines, 


were last year $2,999 gross and $749 net per mile. 
The income account is as follows: 
RE ER CERIN ic 6ica'sa ee vntes sovncecevassdsenssae’ $22,466 
ET PETE ccnoie cdeeess-aesmecacesind perebnenee s00ee 5,500 
TOO TO GIREGD 6.o'c 6 vin vss cen cneweocvoces anes evesvoses 3,000 
Balance, April 1, 1GB4.......ccccocrsesrccccccescrrcccccceess 25,809 
TRIE. nti wine enn niin gibbute ie beseedemaaian 775 
OO RE CT ee $12,123 
New construction, equipment, etc.............. . 38,837 
Dividends, 4 per Cent... .......cecccccccccsccccees 4,976 
—— 55,936 
Balance, March 31, 1885...............+seeeee- .-. $10,839 


During the year 472 tons of steet rails and 11,411 new ties 
were laid. Expenses were increased by heavy damage from 
wash-outs, including the destruction of several bridges. Ad- 
vantage was taken of this to improve the road by building 
bridges of an improved class, widening waterways, etc. 

The report of President A. W. Eichelberger says : ‘‘ The 
extension of the old Pennsylvania road, familiarly known as 
the ‘ Tape-Worm,’ to which reference was made in the last 
annual report, has progressed without interruption until the 
graduation has been nearly completed to the pruposed ter- 
minus at ‘ Crone’s,’ on the Cashtown and Fairfield road. The 


000 | track laying has also been completed to within a few miles 
of that point, and is expected to be finished early in June. 
950 


Provision has been made for the erection of a warehouse and 
business station by private enterprise. As the location is an 
eligible one, accessible to the lumber of the mountain, and 
also to the extensive and productive agricultural region of 
Carroll’s Tract, there is no doubt but that a flourishing busi- 
ness will be established and that the company will be reim- 
bursed for the expenditures incurred in this extension. The 
main cost of preparing the track for the iron was incurred in 
the excavation of a 24-ft. rock cut, and the erection of a 
double-span wooden bridge over Marsh Creek. As the grades 
and curves on this portion of the line are very easy, the cost 
of operating it will be light. The length of this extension 
from Gettysburg to Crone’s, will be 8 miles. 

‘*The excursion business inaugurated late last summer be- 
tween Baltimore and Gettysburg, for the want of sufficient 

ssenger car accommodations, was only continued for a 

rief period. It will again be resumed the coming season 
under more favorable auspices, and with better prospects of 
success. 

‘There iscause for congratulation to know that notwith- 
standing the business depression, which diminished the 
freight traffic and caused a material reduction in the trans- 
portation charges, coupled wjth the exceptional or extraor- 
dinary expenditures for sy occasioned by the flood, the 
net.egrnings have not only been sufficient to meet the inter- 
est oif the fixed indebtedness, and thus maintain the credit of 
the company in the high _— to which it has attained, 
but its capacity to make dividends on its capital stock has 
also been demonstrated. It is not reasonable to suppose such 
a combination of adverse circumstances will soon again be 
experienced.” 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early infermation of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies, 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to its mprovement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be publi hed. 


Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers. Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
etc., to our readers can do so fully in our advertising col- 
umns, but it is useless to ask us to recommend them edi- 
torially, either for money or in consideration of ad ver'tis- 
ing patronage. 











THE MASTER CAR-BUILDERS’ CONVENTION. 


The convention of the Master Car-Builders’ Asso- 
ciation at Old Point Comfort last week was notable 
for the very large attendance at its sessions, a larger 
nutmber of persons having been attracted to the meet- 
ing probably than to any previous convention. This 
was more noticeable, perhaps, from the fact that these 
persons were concentrated, as it were, in one building, 
and tbat there was none of that scattered and 
transient attendance which has been usual when the 
convention was held in a large city. Nearly 100 mem- 
bers in all attended, and the total number, including 
ladies, drawn there was estimated at 450. The num- 
ber of cars represented was estimated at over 400,000, 
or nearly one-half the total number in service in the 
United States. 

It was evident that the place of meeting was well 
chosen, the great hotel being large enough to furnish 
comfortable quarters for all. The absence of out- 
side attractions led to a concentration of interest on 
the sessions of the convention, and a consequent close 
attention to business, while the pleasant surroundings 
served to keep every one in good humor. 

For the first time in fhe history of the Association 
we believe, the session was prolonged until the fourth 
day. This was due partly to the unusually Jong ses- 
sion for the revision of the rules for the interchange 
of cars and partly to the special session for considera- 
tion of the car-coupler question, for which a separate 
call had been made. The revision of the rules was for 
_ the first time made directly by the Association itself. 
Heretofore, while the persons who acted were gener- 
ally members of the Association, the revision meeting 
has been a separate affair and not properly a regular 
session of the convention. The change has been made 
because of the introduction of the representative 
members directly authorized to act for their roadsand 
voting in proportion to the nuinber of cars owned by 
their companies, thus conforming the system of vot- 
ing in the Association itself to that which has always 
prevailed in acting on the rules. 

A number of important revisions were acted on: 
The prices for wheels and axles were reclassified ac- 
cording to a better system than has heretofore been 
used; prices for labor and materials in bills for repairs 
were fixed and the practice of adding percentages at 
discretion abolished; the imperfect rule for 
splicing sills was modified by permitting one splice 
to be put anywhere in the side and interme- 
diate sills except where the old form of the rule 
seemed to especially countenance putting them 
over or very near to the bolster. The nearest 





point of the splice must now be at least 12 in. from 








‘ 
about $50, and some other minor changes of con- 


siderable importance made. Anotherimportant action 
was the refusal to adopt a rule which would ex- 
plicitly relieve all connecting companies from main- 
taining in good order experimental or other brakes or 

couplers not in general use. It was unanimously re- 
solved that such experiments were in the public 
interest and should not be discouraged by relieving 
connections from reasonable care in maintenance. By 
another important decision, the practice which some 
roads have followed of first acceding to the rules in 
bulk, and then issuing a circular that they would not 
be bound by such and such a rule (usually Rule 20, 
making them responsible for damages on private 
tracks), was quietly set aside by a slight verbal 

change. 

Some progress was made towards the adoption of 
standards by the resolutions submitting to letter- 
ballot the standard wheel tread and flange recom- 
mended by the committee (shown in the engraving 
published last week), and also submitting to letter- 
ballot the adoption of a standard brake-shoe. The 
latter question was somewhat complicated by the pre- 
sentation of two—the Christie and the Collin—brake- 
shoes as alternatives tobe voted for, and this 
liberty of choice may prevent either from 
receiving the two-thirds vote necessary to secure its 
adoption. The proposed standard flange and wheel 
tread met apparently with general approval, although 
there was some feeling, which appeared in the dis- 
cussion, that the perfectly cylindrical form of the 
tread for 2 in. from the flange was a more radical de- 
parture from the general practice of coning than the 
more conservative members were ready to approve. 

The design for a standard truck submitted by the 
committee was not ordered to a letter-ballot, although 
it seemed to be generally liked. More study and con- 
sideration of its details was desired, and the subject 
was put over for a year, with the recommendation 
that a number of the trucks be built and tried in actual 
service. 

Full and careful reports were submitted by the 
committees on Automatic Brakes for Freight Service 
and on End Platforms for Freight Cars, and those 
reports, as published in another column, will repay a 
careful reading. 

The car-coupler question, to which a special session 
was devoted, was not much advanced by the meeting. 
The question is admittedly a difficult one and is com- 
plicated by the vast number of devices which have 
been brought to the attention of members. Probably, 
even those who have given it the most careful study 
would admit that they had hardly reached the point 
where they were prepared to recommend the definite 
adoption of any one coupler to the exclusion of all 
others, and the differences of opinion are so wide that 
any definite or final action was not to be expected. 
The action finally taken was to again refer the whole 
subject to the Executive Committee. The resolution 
adopted as to state legislation was probably promptetl 
by the feeling among some members that hasty and 
inconsiderate action is to be feared on a question of 
such importance, and that anything better is hardly 
to be expected froma body so destitute ofall technical 
knowledge as the average state legislature usually is. 
It was not in any way denied that the general public 
attention called to the matter had done good in forc- 
ing it upon the attention of many too conservative 
managers. 

We understand that the Executive Committee will 
told a meeting early in July, at which this question 
will be taken up with a view to securing some definite 
advance. 

The convention was notable for the occurrence, for 
the first time since the formation of the Association, of 
a contest over the election of officers. Fortunately, how- 
ever, the ill feeling which might have grown out of 
seeks a contest, was. entirely averted by the good 
judgment and feeling shown by the parties most con- 
cerned, and the result of the election was entirely 
satisfactory. 

The Association is fortunate in retaining the ser- 
vices of its Secretary. At the meeting of the Execu- 
tive Committee after the adjournment of the conven- 
tion, Mr. M. N. Forney consented to retain the 
position for an indefinite time, and he was accordingly 
re-elected to the position which he has so well filled. 





GROWTH OF PASSENGER EARNINGS OF CHI- 
CAGO RAILROADS, 





While there was a decrease of $328,615 in the gross 
earnings of the Chicago, Rock Island & Pacific Rail- 
way inits last year (ending with March), its freight 
earnings increased $87,826 (14 per cent); but the pas- 
senger earnings decreased $289,185 (9 per cent.), and 
the miscellaneous earnings decreased $126,565 (11 per 





the bolster. 


The prices for cars were also reduced 


earnings grew rapidly after 1878 for four years. The 


| earnings from different sources in each of the last seven 


years have been: 





Year. Freight. Passenger. Other. Total. 
1878-79. . $6.929 926 $1,868,028 $611,879 $9 409,833 
1879-80...... 8,035,165 2,318,452 708,045 11,061 662 
1850-81...... 8,690,480 2 766.293 11,956.908 
1881-82...... 9,687,097 2 726,215 13,266,643 
1882-83 . ... 7,928,237 3 928 597 12,1°9 903 
1883-84...... 8.056.316 3.8 1,165,750 12,535,135 
1884-85...... 8,144,142 3, 1, ‘038, 885 12,206,911 


We are accustomed to a great and rapid growth of 
freight earnings in this country, but except in the 
above period there has not often been so great a 
growth of passenger earnings. But here the latter 
increased 34 per cent. from 1878-79 to 1880-81, while 
the freight earnings increased 25} per cent.; then from 
1880-81 to 1882-83 the increase was 33} per cent. in 
passenger, against a decrease of 9 per cent. in freight 
earnings. In the last three years, however, there was 
an increase of 2% per cent. in freight, a decrease of 94 
per cent. in passenger earnings, and an increase of 12 
per cent. in other earnings, which are chiefly mail and 
express earnings, and so made by passenger trains. Tak- 
ing the whole period from 1878-79 to 1884-85,the increase 
has been $109,000 (14 per cent.) in freight, $705,482 
(30} per cent.) in passenger and $339,840 (463 per cent. 
in mail, express and miscellaneousearnings. Thus the 
increase in the earnings by passenger trains was nearly 
ten times as great as the increase in freight train earn- 
ings. The latter were 72} per cent. of the whole in 
1079-80, but only 663 per cent. last year. The propor- 
tion of the passenger train earnings (33} per cent.) is 
exceptionally large for a Western railroad. Even the 
Chicago & Alton, with the short line between the two 
great cities of the West, made but 30} per cent. of its 
earnings from passenger trains; the Chicago, Burling- 
ton & Quincy, 274 per cent.; the Chicago & North- 
western, 294; the Milwaukee & St. Paul, 314; the Il- 
linois lines of the Illinois Central, 314. 

The arrest in the growth of the Rock Island’s pas- 
senger earnings is due chiefly, doubtless, to a reduc- 
tion in the average income of the people whom the 
road serves, but partly also to a smaller movement of 
emigrants, and somewhat to new competitors for 
through travel. There has been of late years a great 
growth of the population of Minnesota, Dukota, 
Nebraska and Kansas, which is carried mostly by the 
Chicago railroads, and goes not only from the east but 
from the older country west of Chicago, Illinois, East- 
ern Iowa, Wisconsin and Missouri sending swarms of 
settlers to the new country where land is cheap. The 
course of passenger earnings on the other leading Chi- 
cago railroads is shown below : 


C.& | C.. B. Ill. Cen. 
Year. N. W & Q. C. & A. in I. 
1878.. $3,440 696 $2.439.180 $1071, 04 $96,722 
1879. 3,737 3A: 2,566,602 1,311.7.8 947.603 
1880.. 4,158,130 3.534209 1,624,668 1,088,074 
1881L.. 5,171,423 3,6.6.086 1.697.542 1,298,786 
1582.. 6,119,616 4.556.992 1,973,100 1,360,093 
1883... 6,153,071 5,285,839 2.270379 1,357,407 
1884.. 





5,339,866 2,278,429 1,354,413 


* Years to May 31 of the calendar year next following. 


The changes in mileage have been so very great for 
the St. Paul and the Northwestern that the earlier 
years can hardly be compared with last year, and first 
in 1880 the great Nebraska system was added to the 
Burlington road. The Chicago & Alton completed its 
Kansas City line in 1879 ; the Rock Island’s additions 
have been moderate. The Illinois lines of the Illinois 
Central have changed very little. Compared with 
1880 (when already there had been a considerable in- 
crease in passenger business), the mileage of the 
several roads has been : 





Ill. 

R.I. N. W. St.P. C..B.&Q. C&A. Cen. 

1880 .. 1,257 264d Behe B4O "RS 
1884.... 1381 3.800 4.780 3398 850 953 
Inc.... 124 1,156 1,857 887 10 ~~ 


Below we compare the percentage of increase in 
mileage with the percentage of increase in passenger 
earnings, from 1880 to 1884 : 

N.W. 8st.P. ©. B. & Q. C.& A. Ill. Cen, 


nt 
Mileage.... 9.9 43.6 63.5 35 ¢ +2 6, 
Pass. earn.20.9 *48.0 80,2 51.1 40.2 241 


* To 1883. 


Everywhere the passenger earnings have increased 
faster than the mileage, but the rate of increase has 
been nearly as great on the Chicago & Alton, which 
has had almost no change in mileage, as on those 
roads which have increased the mileage enormously. 
This means that, as a general thing, the new mileage 
has a very light passenger traffic. Probably the only 
considerable exceptions to this are the Omaha line of 
the Milwaukee & St. Paul and the Denver line of the 
Chicago, Burlington & Quincy, both of which secured 
a considerable through travel as soon as_ they 
were fairly open. It certainly is remarkable that 
the Chicago & Alton, with but an insignificant 
addition to its mileage, should have made nearly as 





cent.). This is a notable change, for the passenger 





large a gain as the Northwestern, which is working 





{0 eee 


Tee. 


























JUNE 19, 1885] 


THE RAILROAD GAZETTE. 


393 








43} per cent. more railroads. The Rock Island, it 
appears, has had a smaller increase than any of the 
other roads, though in proportion to imcrease in 
mileage it is larger than the Northwestern’s, and 
nearly as large as that of the St. Paul or the Burling- 
ton. The percentage of increase in passenger earn- 
ings per mile of road has been: 


R. I. N. W. st.P. C., B&Q. 
10.0 3.1 10.2 11.7 


C.& A. Til. Cen. 
38.5 16.4 

What we set out todo, however, was to follow the 
course of the passenger earnings of the railroads west 
of Chicago. Unlike the other roads, the Rock Island’s 
last return includes three months of the current year. 
The monthly reports of the Chicago, Burlington & 
Quincy enable us to ascertain that for that year ending 
with March its passenger earnings were $177,000 less 
than the year before. The Northwestern’s passenger 
earnings we have not at all for its last fiscal year, but 
as its gross earnings for that’ year were $1,563,000 (6.2 
per cent.) less than the year before, we may be sure 
that it, too, had a decrease in passenger earnings. The 
Chicago & Alton’s increase in 1884 over 1883 was in- 
tinitesimal, and the St. Paul had a considerable de- 
crease then. We may therefore consider it estab- 
lished that the course of passenger earnings in 
the Northwest—the part of the country which 
grows fastest—has been not only arrested, but 
reversed. It seems to have reached its maxi- 
mum in 1883 (considering mileage) for the St. Paul 
and the Burlington, but in 1832 for the Rock Island, 
the Northwestern, and the Illinois Central, while the 
Chicago & Alton alone, without increase in mileage, 
had its largest passenger earnings in 1884. 

Passenger traffic has generally been of slow growth 
in this country, except in districts recently opened 
forset lement. The period from 1878 to 1882 was an 
exception. The increase in that traffic was generally 
very great then. The arrest in growth brings it back 
to what previous experience leads us to look upon as 
its normal condition, the retrograde movemeat last 
year being exceptional. Three of the roads shown 
have a very large mileage in new country, and these 
will certainly at some time in the future have an im- 
portant growth of this as of freight traftic. So 
rapid a growth as that after 1878 can hardly be 
expected again for the Chicago roads. The 
increase in passenger traffic has been for several 
roads much greater than the increase in passen- 
ger earnings, because in this period they have 
made very great reductions in their passenger rates. 
This rate on the Rock Island was 2.97 cents per mile 
in 1878, and 2.57 in 1888; on the Illinois Central, 
3.17 cents in 1878 and 2.224 in 1884; on the Chicago & 
Alton, 2.83 in 1878, and 1.90 in 1884; on the Chicago, 
Burlington & Quincy it had gone down to 2.09 cents 
in 1883. The last two are among the lowest in the 
United States—lower than the rates of most Eastern 
railroads with a much heavier traffic. (The average 
on the New York & New Haven last year was 1 96 
cents, and on the Pennsylvania 2.422 cents.) There- 
fore, a further considerable reduction is not to be 
expected. What is to be desired is an increase in the 
through rates, and a decrease (in time) of the local; 
but it isnot probable that we shall soon see another 
development of passenger traffic on the Chicago roads 
similar to that which has just come to an end. 








Railroad Taxation in New Jersey. 





The report of the New Jersey State Board of 
Assessors attests the care with which they have done 
their work. It was a difficult and thankless task to 
value the railroad of a state like New Jersey upon a 
system not merely different from what had been 
applied before, but different in some respects from 
any which has been used anywhere else. The com- 
plaints which have been made against the work of 
the Commission are really directed at points for 
which the Commissioners were in no wise respon- 
sible. They are not, when carefully analyzed, 
complaints of the wayin which the law has been 
applied, but of the underlying principles on which the 
law itself was based. In those matters the Commis- 
sioners, of course, had no discretion. 

The New Jersey law undertakes to assess railroads 
at the cost of duplication plus the value of the fran- 
chise. The attempt to carry out this idea brings us 
face to face with some of the most disputed principles 
of taxation and of political economy. 

There are three main ways of trying to tax railroad 
property: 1. To tax the individual holders of stock. 
2. To tux the corporation as a whole. 3. To tax the 
individual pieces of property. 

All the old common-law traditions favored the first 
method. The shares of stock were personal property; 
personal property was a mere appendage of the owner, 
wherever he might happen to be. Such a system 


could only be carried out when the really valuable 
property was real estate; when personal property was 
in fact a mere unimportant appendage, which might 
be to a great extent overlooked without doing serious 
harm to the public revenues. Nowadays the attempt 
to tax personal property in the hands of its owners re- 
sults in its going to a large extent untaxed. A great 
many states have laws on their statute books taxing 
railroad stock to the individual holders; very few get 
much revenue from it. 

It was also in accordance with common law princi- 
ples to tax the real estate wherever it was situated. In 
the case of real estate not used for railroad purposes, 
this was simple enough, and is applied everywhere. 
But how were local assessors to assess the road-bed or 
any similar property? Was it to be assessed at the 
same rate as other property of the same extent in like 
situation, or with a view to its earning capacity? It 
made a great difference whether the New York Cen- 
tral Railroad roadway was assessed as cow-pasture or 
as trunk line. The report of the Railroad Commis- 
sioners’ Special Committee on Taxation says : 

In certain towns the railroads appear to pay about 
one-third of the entire taxes, while the assessed valua- 
tion in 1878 varied from $400 per mile to $100 per rod. 
The ditference in the assessment of the New York Cen- 
tral & Hudson River road, where, for all the p 
that the road can be used, it is of the same value to 
tbe company, is $24,000 per mile. It does not need to be 
pointed out that a system such as theirs—and it is the 
system in most general use—compels the corporation, 
in self-defense, to an active participation in local poli- 
tics Indeed. it is not too much to say that, as a sys- 
tem, it is open to almost every conceivable objection. 

If you consider the individual piece of property 
simply by itself, there can hardly be any doubt that 
the cow-pasture basis is the true one. But what this 
proves is, not that this is a correct basis, but that the 
system of valuation by local assessors is radically 
wrong. Most states have had recourse to the system 
of assessing the corporate property as a whole, either 
indirectly through the agency of a board of equaliza- 
tion, or directly, by a general assessment in the first 
instance. It was in this connection that the idea of a 
franchise tax was first developed. The name ‘ fran- 
chise tax” floated around in a vague way, untila 
clause in the California constitution, to the effect that 
franchises should be taxed at the same rate as other 
property, forced men to consider exactly what con- 
stituted the value of a franchise. 

The value of a franchise is the excess of value of the 
property as a whole over that of the individual pieces 
of property. There are various ways of estimating it. 
The way which is theoretically correct is to find the 
estimated market value of the stock as a whole, and 
to subtract the individual assessments of individual 
pieces of tangible property. This is in general the 
system prescribed by law in Massachusetts, Maine and 
Connecticut. It is adopted by the assessors in many 
other states where it is not definitely prescribed by 
law. It is in effect a tax on net earnings ; for the 
market value of stock depends upon its estimated 
surplus of net earnings, present and future, above all 
fixed charges whatever. For practical reasons a few 
states prefer to base the tax on gross earnings rather 
than net, Michigan being the most important instance. 
This is theoretically unjust, but there are actually 
certain advantages in its favor. 

The New Jersey law attempts a compromise between 
several courses. Instead of valuing property as real 
estate—i. e., on the basis of the rental value of land 
like it—they have valued it at its cost of duplication. 
When the value of the stock was greater than the 
cost of duplication, they have taxed a part of the 
excess as *‘ franchise.”” When, as sometimes happened, 
it was less than the cost of duplication—so that the 
value of the franchise was less than nothing—they 
have based the additional tax on gross earnings as a 
makeshift. 

A definition of franchise value which occasionally 
comes out less than nothing is an awkward thing to 
use. But the fundamental difficulty lies deeper. 
Why should cost of duplication be made the basis at 
all? It is no measure of ability to pay the tax. Its 
indirect effect is bad, because it tends to discourage 
solid construction. What difficulties are involved in 
its application the report before us shows. And the 
objections which have been made against the Com- 
missioners’ application of the principle are really for 
the most part objections to the principle itself. But 
whatever our opinion of the law, it has at least this 
advantage, that certain disputed points of railroad 
valuation are brought sharply to the test of practice. 
On these points the detail of the repoit itself is in- 
structive. The litigation arising out of some of the 
details will perhaps be still more instructive. We 
may, in any event, congratulate ourselves that so 
delicate and important a matter is in the hands of 





conscientious and able men. With the New Jersey 


Commissioners to apply them, the principles will be 
tested on their merits. 








The recent death of President Rutter may call at- 
tention to the antecedents of the presidents of the 
four leading trunk lines. Mr. Roberts, of the Penn- 
sylvania, is, like so many others of the higher officers 
of that company, by training and profession a civil 
engineer, and before reaching his present posi- 
tion he had but little experience in the operating 
department. Mr. Garrett, of the Baltimore & Ohio, isa 
banker, but unlike his father, who stepped directly 
from the banking office into the presidency of the 
company, he had considerable training in railroad 
management. Mr. King, of the Erie, began his ser- 
vice as a freight agent, but afterward served 
on the Baltimore & Ohio and several of its controlled 
lines as superintendent and manager. Mr. Rutter’s 
entire railroad experience had been ir the traffic de- 
partment. It was as general freight agent that he 
first distinguished himself, and his entire service was 
as subordinate or head of that department, until he 
was called to replace Mr. Vanderbilt as chief officer of 
the road. 





Mr, Chauncey M. Depew, who succeeds the late 
James H. Rutter as President of the New York Cen- 
tral & Hudson River Railroad Company, is one of the 
best known men in New York, where, however, his re- 
putation has been as a lawyer, a politician anda shrewd 
and successful man of affairs, and not asa railroad man. 
He has been for nearly 20 years in the company’s ser- 
vice as General Counsel and Vice-President, and is 
thoroughly familiar with its affairs, while his ability 
is not questioned. Lawyers have before now ‘been 
very successful as railroad presidents, and Mr. Depew 
may be no exception. One gift he has which few rail- 
road men share with him—he is an excellent speaker 
in public and an accomplished talker in private life. 
As an off-hand—and especially an after-dinner— 
speaker his reputation is national, one might almost 
say international. 








The Marquette, Houghton & Ontonagon Railroad is 
supported chiefly by the Lake Superior iron ore busi- 
ness. When the production is large and prices high, 
it makes great profits; when the demand falls off and 
prices are low, it has but a comparatively small mar- 
gin over its fixed charges. This is shown by the fol- 
lowing table showing the results of the operation of 
the road for the last six years : 





Gross Fx- Net 
Year. Miles. earn. penses. earn Interest. Surplus. 
,. 88144 $552,671 $276,928 $275,743 $288,052 *$12.409 
1880...... 87 775 365.819 405.720 286,572 119,348 
|. ae 90. .659 459,883 433,756 272.892 160.864 
Rivnsans 9834 1,176,192 554.016 623,176 147.762 465,414 
1883-84 ..134 902,158 509,823 392,335 180,108 212,227 
1884-85 ..138 819,198 488,908 330,290 214,479 115,811 
* Deficit. 


The gross earnings thus increased more than 100 per 
cent. from 1879 to 1882, with but little increase in 
mileage: in the next two years they decreased half as 
much as they did in the three years previous, in spite 
of an increase of 40 per cent. in the mileage. The ex- 
penses have not decreased with the mileage, and the 
net earnings, which increased $347,433 (126 per cent.) 
from 1879 to 1882, decreased $292,886 (47 per cent.) 
from 1882 ta 1884-5. The gross and net earnings per 
mile have been: ' 


1879. 1880 1881. 1882. 1883-4. 1884-5. 
Grosz....$6.244 $8868 $9,874 $11,900 $6 707 $5.936 
Net.... . 3,115 4,664 4,793 6,305 2,918 2,393 


The great decrease in the interest charge after 1881 
was due to a great sale of land, we believe. It has 
been increased since by new issues for the extension, 
and the surplus available for dividends was but one- 
fourth as great last year as in 1882. Meanwhile the 
stock has been increased by the issue in 18838 of $491,- 
500 of common, which was sold to the old stock- 
holders at 20. There were last year $2,798,100 of 
common and $2,259,000 of preferred stuck, and the 
common has been increased since by $600,000 (and the 
bonds by $1,400,000) for the purchase of the 27 miles 
of the Marquette & Western Railroad. The preferred 
stock gets 8 per cent. before the common is ent:tled 
to anything, and as this requires more than $200,000, 
it is only in ‘* boom” years thar the common can hope 
to get anything. It has had, we believe, one 4 per 
cent. dividend so far—from the business of 1882. The 
new issue of stock makes the common more than one- 
half greater than the preferred stock, so that the 
control of the company is left with those who may be 
said to have only a contingent interest in it. 








The Late James H. Rutter. 


Mr. James H. Rutter, President of the New York Central 
& Hudson River Co., died at his residence in Irvington, N. Y., 
June 12. Mr. Rutter had been suffering for several years 
from a combination of diseases, which had several time 





obliged him to give up work for a short time, but, as in so 
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many similar cases, his death was sudden and unexpected. 
He had been confined to his house for about six weeks, but 
the end was so little looked for that he had already made ar- 
rangements for a voyage to Europe, which he hoped would 
improve his condition. 

Mr. Rutter was born in 1836 at Lowell, Mass. His father, 
William E. Rutter, was for many years Superintendent of 
the Old Colony road, and was afterward Superintendent of 
the Susquehanna Division of the Erie. The son was sent to 
school in Providence, and his father’s intention was to have 
him enter business in that city; but when 18 years old he ac- 
cepted a clerkship in the Erie office at Elmira, and a year 
later went to the Williamsport & Elmira road as Chief Clerk 
in its freight office in the same city. In 1857 he went to Chica- 
go, and was for a time in the freight office of the Michigan 
Southern & Northern Indiana road in that city, but in 1859 he 
returned to Elmira, where he was made agent of the Erie. Un- 
der his charge the very large business transferred from that 
road to the Northern Central during the war was conducted, 
and his successful management there led to his promotion to 
the Buffalo agency in 1864 and to the position of Assistant 
General Freight Agent of the road in 1866. In 1872 he was 
appointed General Freight Agent of the New York Centra, 
& Hudson River road, a promotion which, it is said, was 
secured to him by his testimony as an expert before a legis- 
lative committee which was examining into the question of 
railroad discrimination, and which attracted the attention of 
Commodore Vanderbilt. On the CentraJ, Mr, Rutter was 
eminently successful, and by the managers of that road and 
its rivals was regarded as a general freight agent of pre- 
eminent abilities. In 1877 his duties were enlarged by his 
promotion to the position of General Traffic Manager, then 
specially created for him, and three years later he became 
Third Vice-President of the company. Two years ago, in 
1883, when Mr. Vanderbilt retired from active connection 
with the company, Mr. Rutter was chosen his successor in 
the presidency. Since that time his failing health has inter- 
fered somewhat with his duties. 

Mr. Rutter’s ability as a traffic manager, his energy and 
his entire devotion to the interests of his road were unques- 
tioned. In all the positions which he filled he won the recog- 
nition of his superior officers and fairly earned promotion. 
He has been accused of a disposition to precipitate railroad 
‘* wars,” but probably no one appreciated more fully the 
damage done by them to all the participants, and no one 
was more ready to end them by an equitable agreement. 

By asad coincidence, his wife, who was under treatment 
for an affection of the brain, died only two days after him. 
Neither busband nor wife was aware of the other’s critical 
state, all information being kept from them lest it should un- 
favorably affect their own cases. 








Two illustrations of the liability of the intelligent human 
machine, at some time, to failure in the discharge of his duty, 
have recently been afforded by collisions on the Old Colony 
Railroad. On May 29a head collision of passenger trains 
occurred at Somerset Junction, in consequence of the failure 
of the engineman of one train to observe the signal which 
required him to stopand give right of way tothe opposite 
train. He had an engine which differed in some of its minor 
mechanism from the one he was accustomed to run, and his 
attention was so engrossed with that, that he neglected to 
observe the signal which he had previously always regarded. 

Within a fortnight from the date of that collision, on 
June 8, another head collision of passenger trains occurred 
on the same road at South Boston. The bridge over the New 
York & New England Railroad was being repaired, so that 
only one of the three tracks could be used. Proper signals 
were established and printed instructions were issued to the 
employés as to the signals and the use of the single track. 
The engineman who was at fault in this case, and who ran 
upon the single track against the signal which blocked him, 
received this printed notice three days previous to the col- 
lision, and receipted for it, but it turned out that he had put 
it in his pocket without reading it and had forgotten all 
about it. 

Fortunately in neither of these collisions was there any 
serious injury to passengers or employés, but the damage to 
the engines amounted to several thousand dollars. 

It is somewhat remarkable that on this road, which for 

several years has been free from serious accidents, notwith- 
standing its great amount of single track, two such collisions 
should occur within so brief a period. It is also remarkable 
that both collisions occurred by the fault of employés whom 
the managers considered as among their very best men, and 
whom they would have selected as their most trustworthy 
and careful enginemen. It is not probable that either of 
them would again be guilty of such negligence—less probable 
than that men with a record free from such accidents 
would commit the same fault ; but they were discharged as a 
matter of discipline, as a penalty for their negligence and an 
example to other employés. Yet the occurrence of a second 
collision by reason of similar negligence so soon after the 
first may well raise the question whether the example or 
warning is of any effect. The engineman at Somerset Junc- 
tion was promptly discharged, but within two weeks another 
engineman is guilty of similar negligence. While this ques- 
tion may not be readily solved, the public always feel safer 
where such discipline is applied. 

Most superintendents, we think, will admit that this ques- 
tion—as to the enforcement of strict discipline where a long- 
trusted and capable employé has been guilty of a single 
grave fault—is one of the most puzzling of the many which 
they are called upon to decide. 








The station agents on the Eastern Division of the Boston & 
Albany road have formed an association, the object of which 
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is not stated, but is, presumably, general, for intercourse, 
mutual improvement, etc., as in the case of like organizations 
in other departments. Station agents are peculiarly situated ; 
they have common interests, both business and social, as ex- 
tensive as those perhaps of any class of railroad employés, 
and yet have in almost all cases greater difficulty in assem- 
bling themselves together than any other. A majority have a 
force of assistants so small that it cannot be made elastic, so 
that the head can be spared from his place even for a brief time 
only, by pre-arrangement, and then with inconvenience. It 
is hardly practicable to have efficient supernumerary agents 
even if the roads were willing to incur the expense, for the 
details and not the generalities constitute the real work of the 
position, and these are understood by the under employés 
already at the station better than by any outsider, however 
astute he may be; so the result is that the responsible head 
must, whenever he takes a brief day off, take a large share of 
his responsibility with him. There arealso other hindrances, 
distance and time being frequently serious ; but the Boston 
& Worcester is a short division and a good place to try the 
experiment; it cannot but result profitably if the participants 
will only have the pluck and patience to brave the dangers of 
a day’s routine business and resist the blandishments of the 
‘‘excursion annex.” The pleasure and interest in such an 
association inure to the participants themselves, but the 
profit is largely or wholly enjoyed by the employer ; so that 
every encouragement ought to be afforded by the latter, and 
we doubt not will be. 

A station agents’ association has recently been formed in 
the West, but it is, we believe, a mutual life insurance society 
only. 








Chicago through shipments eastward of flour, grain and 
provisions for the week ending June 13 were nearly the same 
as the week before, and though much less than in earlier 
weeks of this year, were very large for the season, as they 
ought to be in view of the fact that the prevailing rate on 
grain and flour for the week was 1114 cents per 100 lbs., and 
the shipments were consequently largely diverted from the 
lake vessels, notwithstanding the fact that they carry corn 
for 1144 cents and wheat for 1! cents to Buffalo, while the 
canal rates are 3 and 3\4 cents, and the through lake and cana, 
rate, including transfer, is but 5°4 cents a bushel. 

For six successive weeks the total shipments and the per- 
centage going by each railroad have been: 

——— ——— —— Week ending. — 
May May May May June June 
¢ 16. 23. 30. 6. 13 

















Tons: ) : 
Flour .... ........17,041 14,615 9,136 5,980 5,354 3,617 
Grain.... .... ....538,360 43,018 33,691 27,424 30,120 30,488 
Provisions........ 8,089 7,117 7,165 6,995 7,609 8,541 

EB icinc <a pasitee 78,500 64,750 49,992 40,399 43.083 42,646 
Per cent: 
C. & Grand T.... 4.9 5.9 8.4 9.1 6.2 14.4 
Mich. Cen........ 25.7 28.6 28.8 22.7 22.0 21.1 
Lake Shore..... 17.6 141 13.8 15.3 19.3 15.) 
Nickel Plate .... 7.2 71.6 11.7 11.3 13.6 11.4 
Ft. Wayne ...... 21.8 15.6 14.5 15.0 16.8 12.7 
oR ee 9.2 9.6 6.4 9.8 7.6 8.5 
Balt. & Ohio... 82 11.2 13.2 11.2 10.7 §.2 
Ch. & Atlantic.. 5.4 3.4 3.9 5.6 6. 7.6 

Ms cola sina 100.0 100.0 100.0 100.0 100.0 109.0 


The flour shipments were especially light, which is attribu- 
table to the shutting down of most of the mills. The grain 
shipments were large; the provision shipments somewhat 
larger than usual of late. 

In percentages, the Chicago & Grand Trunk, which was 
accused of taking the initiative in making the reduction to 
111% cents, carried a larger one than for a long time previous, 
and its increase was counterbalanced chiefly by a reduction 
in the Fort Wayne. The three Vanderbilt roads together 
carried 47.6 per cent. of the whole; the two Pennsylvania 
roads 21.2 per cent. 

The rates are now so ridiculously low that it is hard to see 
why any efforts should be made to secure business, and, un- 
less there is an improvement, very likely§those which make 
any effort will be allowed to take the larger part of the ship- 
ments. 








The East Tennessee, Virginia & Georgia Co., being anx- 
ious to take advantage of anything that will increase its pas- 
senger traffic, offers reduced rates to revival meetings as well 
as to circuses and other secular entertainments. A hand-bill 
recently received gives notice of a ‘‘ Gospel Train” run 
specially over the road between Macon and Atlanta, at re- 
duced round trip rates, in order to enable people on the line 
to attend the revival meeting now in progress in 
Atlanta. The company thus hopes to improve its earnings 
and at the same time to benevolently aid the spiritual condi- 
tion of the people along the line. Perhaps some of the man- 
agers of other Southern companies indulge in the hope that 
the officers of the East Tennessee may be led to attend the 
meetings themselves, and may thereby become convinced of 
the sin of their course in continually cutting rates. The con- 
version of the corporation, however, may be considered a 
hopeless task, whatever may happen to its officers. 








The ‘* pneumatic” postal service has been so successful in 
some of the European capitals, that a project is on foot for 
applying it between Paris and London. It is proposed to 
construct the tube of cast iron, in sections 13 ft. long, with 
an interior diameter of 1 ft. The joints are to be covered 
with an arrangement of india rubber devised for the purpose, 
which is said to be air tight, strong and slightly flexible. The 
total distance will be a little short of 300 miles—231¢ miles 
between Calais and Dover being under water. There are to 
be two tubes—one for each direction. The car for carrying 
the letters and packages is made of iron wire arranged in a 
peculiar form. It weighs 11 Ibs. unloaded, and 22 Ibs. loaded. 
The transit will occupy one hour. A car is to be sent every 
ten minutes. A pressure of two atmospheres will be suf- 
ficient to accomplish these results. The estimated cost of the 
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whole undertaking is less than $7,000,000, It is thought that 
the regular postal charge of 5 cents per half ounce will be 
sufficient to pay expenses and interest. 








The School of Forestry at Eberswalde has begun a com- 
prehensive series of experiments on portable railroads for 
the movement of lumber from the place where it is cut to the 
nearest regular point of shipment or sale. The experiments 
are to be made on different sorts of timber, light or heavy, 
strong or weak, and on every conceivable variety of ground. 
Seven distinct systems are under trial. 








Record of New Railroad Construction. 





Information of the laying of track on new railroads in the 
current year is given in the present number of the Railroad 
Gazette as follows : 

Brooklyn Elevated.—Extended from Gates avenue and 
Broadway in Brooklyn, N. Y., to East New York, 1!¢ miles. 

Fremont, Elkhorn & Missouri Valley.—Extended west- 
ward to Gordon, Neb., 20 miles. 

Kentucky Union.—Extended southeast to Clay City, Ky., 
10 miles, 

This is a total of 3114 miles, making 667 miles thus far 
reported for the current year. The new track reported to 
the corresponding date for 14 years past has been : 


Miles Miles 
MER i aaaasineGs a eamsane eee BE riics06 -wapenenscde, dances 2 
En Gvi6veernenenens RT PD eccansctbese sdéseacen 595 
Ba: A Geckdvehewneas s0uien ee, err 656 
Tre, | tee rer re 336 
Paper eSA ecards esddeon cI. eer eee ee 603 
i eee MO Se er 1,387 
PP void Cuabeessieoeseasnie PT SEs iat. b> .dewexeniscccen 2,259 


This statement covers main track only, second or other 
additional tracks and sidings not being included. 





NEW PUBLICATIONS. 


Summer Saunterings by the B. & L., issued by the Passen- 
ger Department of the Boston & Lowell Railroad, takes us 
through the Merrimac Valley into the picturesque White 
Mountains region, where the artist finds abundant materials 
for the illustrations with which the book is well provided. 
It is a well written and serviceable guide to the country 
served by the road, which, with its leased lines, now covers 
pretty completely the White Mountains and the Lake region of 
New Hampshire, which form the great summer pleasure ground 
of New England. Besides a general map of the road, the 
book contains several useful sectional maps on a larger scale. 
The schedule of fares and of hotel rates appended enables the 
tourist to gauge pretty accurately the necessary expenses of 
his proposed trip. A brief opening chapter gives a sketch of 
the history of the road, which this year reaches its semi-cen- 
tennial, the original line from Boston to Lowell being one of 
the oldest roads in the country. 








The Hand Book of the Pacific Coast, issued by the Passen_ 
ger Department of the Southern Pacific Co., covers a pretty 
extensive field, giving a list of the prominent seaside and 
mountain resorts, mineral springs, lakes and other objects of 
interest not only in California and Oregon, but as far east as 
Utah and Colorado, A list of railroad, steamship and stage 
lines with their times and connections, will be very useful to 
the tourist, as will the guide to San Francisco which the book 
contains, A supplementary chapter gives an account of a 
trip to the Hawaiian Islands with a list of the chief objects 
of interest to the tourist there. 











Master Mechanics’ Association Convention. 





The American Railway Master Mechanics’ Association met 
at Willard’s Hotel, Washington, Tuesday, June 16, Acting 
President J. Davis Barnett in the chair, on a most unfavorable 
day for the transaction of business, the thermometer being well 
up in the nineties when the meeting opened, and accused of 
being 100 when it closed at nearly 2 p. m. Unlike the Master 
Car-Builders, the Master Mechanics hold but one session per 
day, which they claim to be the better plan. 

The time of the first session was largely curtailed by the 
usual welcome to the city, and by the other opening exer- 
cises, particularly by appropriate action on the sudden death 
during his year of office of the President, Mr. John H. Flynn, 
of the Western & Atlantic Railruad. The eulogies passed on 
him by his old associates present were many and warm. 

The Acting President, Mr. J. D. Barnett, of the Midland 
Railway of Canada, made an unusually thoughtful and well- 
considered address. The Secretary’s report showed the Asso- 
ciation to be flourishing, and a special report on standards 
has also much interest, although giving a rather brief list. 
A discussion of questions proposed by members, and the bare 
reading of a long and able report of the Committee on Im- 
provements in Boiler Construction (prepared by Acting Pres- 
ident Barnett), filled up the whole of the first day, and 
the discussion of it, together with a call upon the President 
and the reading of the report of the Committee on Valve- 
gear (also a very careful one), took up, with a short discussion 
of the latter, the whole of the second day, leaving the reading 
and discussion of the seven committee reports remaining, to- 
gether with no little miscellaneous business, to be crowded 
into the third day, as the Association had already arranged 
to adjourn on the third day and visit Mt. Vernon in a body 
on the day following. 

In more detail the proceedings were as follows : 

FIRST DAY. 

The Rev. Dr. Sunderland, of Washington, opened the pro- 
ceedings with prayer, and the Hon. James B. unds, Presi- 
dent of the Board of District Commissioners, followed in an ad- 
dress to the effect that the master mechanics were brought to 
Washington like princes in their own carriages, drawn b 
their own horses, that they were in fact ‘‘ Master Magicians, , 
and that Washington cou hardly exaggerate the pleasure 
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it had in seeing them here and welcomed them with no end 
of enthusiasm. 

The President then made a formal announcement of Pres- 
ident Flynn’s death, and Mr. N. E. CHAPMAN made some eu- 
logistic remarks in reference to his character, and moved the 
appointment of a committee to prepare resolutions anda 
memoir. The two ex-presidents present, Mr. N. E. Chap- 
man and J. N. Lauder, were appointed such committee, and 
after a half-hour’s recess reported appropriate resolutions, 
which Messrs. Briggs, Sprague, Lauder, Woodcock and 
Setchel supported in remarks and reminiscences bearing 
upon the character of the deceased of a somewhat unusually 
earnest and laudatory character. 

The Acting President then delivered his annual address, 
dwelling on the age and usefulness of the association, on the 
faithful services of Secretary J. H. Setchell during his 15 
years of office, and his great share in the credit for the 

resent prosperity, and on the number of valuable reports to 
ye presented at the meeting, although none of them proposed 
any startling departure from present practice. The progress 
of improvement in the locomotive was really wonderful. 
The consumption of coal per indicated horse-power per hour 
was now on wulbdeskanial engines nearer to2than 3 Ibs. 
or well up to average pumping engines, yet the dead weight 
per indicated horse-power was only some 60 to 100 lbs. This 
must be pronounced from every point of view an exceedingly 
good and even wonderful showing, needing no apologies 
when compared with other types of steam engines. Yet 
the possibilities of improvement were far from exhausted, and 
among those to be discussed or worthy of it were the possibil- 
ity of using higher pressure, improved valve gear, exhaust 
jets, a forced air supply under control above and below the 
boiler, fluid fuel, better bearing surfaces, suitable steel cast- 
ings (which there seemed every prospect ros | were to obtain), 
tramways, and the various forms of central grip or rack en- 
gines, on which he suggested a committee should report. 
Electric light, signals and other applications of electricity 
was also something that they would soon have no choice but 
to study, and a proper apprentice system was something 
which should receive more attention than it received. 

Mr. BARNETT also touched briefly upon politics, saying 
that, not being a citizen of this country, he could, perhaps, 
with propriety congratulate them on their beautiful seat of 
government and the excellent and business-like adminis- 
tration, as it seemed to outsiders, which controlled it. The 
address was generally complimented as one of the best of the 
kind which had ever been diliveves before the association. 

The Secretary’s report showed that since the last report 17 
members had joined, 6 had resigned, 12 had been dropped 
for non-payment of dues, 3 (including the late President 
Flynn) had died. There were now : 







Active members... ........ ee 220 
Associate members . 13 
Honorary members.... 3 

DUS THORNOOIEED nn ocerenes 60s crcccnccswneice Sincseece 236 


Forty-eight roads had responded to an invition to contribute 
to the printing fund, usually with $10 each. The Rogers 
Locomotive Works had contributed $50. In all, 708 copies 
had been distributed to members and corporations. 

Receipts have been as follows : 


Dues.. ae coedorete, Suge tesa csensevnceeesionne ooeerensesonee $1,127 
Printing: fund mahecrGIOe occ o.oo ce ce veiccveniceseccce 603 
ER ee Leer ee eee emery eee 82 
IG 6 sseg- ae a Sabenceesebetin ke senceetnppbans teen $1,812 
Expenses : 
Ne OR oa oaices tera <iivate eu vino a Gene aneiaapehadeke $800 
Railroad Gazette, for engraving ......... 22.2.6... eeeeeeee ee 401 
UNIIR: vine oce'cie cuteonsdacieesulsesabn-bidngtesstatasseneesteekeg ae 
Printings amd wnlaccllaMeOu... 1. -. occcicscccccccsaccsccvccctccece SEG 
de ey Rane aa REAR AC EE 
i Cah De a io isis nee 8 5S os ae cae ee ee teeesd $308 


The Boston fund of $4,800 now amounts with accumulated 
interest to $5,393. 

The Secretary’s special report on standards was then read 
and received. 

Mr. J. N. LAUDER, however, dwelt upon the danger of the 
standard business being carried too far. It tended to cut off 
progress, and more was gained in many details by the free- 
dom for constant experimenting than by setting up a cast- 
iron rule. Certain things were well adapted for reduction to 
a single fixed standard, but he questioned if all the efforts 
made were useful, as they tended or might tend to curtail ef- 
forts for further improvement. 

A member proposed the question, ‘‘ What was the proper 
height to turn flanges of drivers and truck wheels 7” and it 
led to an interesting discussion. 

Mr. SPRAGUE said the variation of practice was a great 
annoyance. He believed no one now uses a flange as high as 
1'¢ in., but as tire-makers generally left them so, and their 
custemers generally did not want them over 1 in., or at most 
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1,', in., they had to turn off so much useless material. Messrs. * 


BLACK, LAUDER, JOHANN and cthers soon declared in succes- 
sion 1 in. all-sufficient, and any material beyond this pure 
waste 

Mr. HATSWELL was using }% in. flanges for both driving 
and truck wheels, and found it entirely satisfactory. 

Mr. McComs was using 17, in., and thought that amp'e, 
but perhaps as little as was wise. 

Mr. SPRAGUE mentioned that the Master Car-Builders had 
just adopted a 1}< in. flange (it is not yet adopted.—Ep.), 
and asked if they could not coincide with that, but Mr. 
JOHANN declared that so much was entirely unnecessary; 1 
in. was ample. He had also for some years been boring out 
his tires on the inside and saving all turning when first put 
on. He believed he was speaking the all but universal opinion 
of master mechanics, that a 1 in. flange was all-sufficient. 

Mr. LAUDER moved that a committee be appointed to con- 
sider the whole subject of flanges, tires and wheel-centres, 
and recommend to them standards which should have been 
fixed years ago. The same committee should consider the 
depth of the flange, the widths of tires and wheel-centres, 
and standard diameters for wheel-centres. 

After some discussion this motion was carried unani- 
mously, the question of the shape of flange and tread and of 
thickness of ties being added. The Secretary stated that the 
genera! interest shown reminded him of a similar scene 13 
years ago, when the members were equally eager to have 
something done, but for some reason the committee appointed 
failed to do anything. He believed tires were generally 3 in., 
and if that were fixed as a standard speciai necessities could 
still be met, as now, by special orders, but manufacturers 
would know what to carry in stock. If the size of wheel 
centres for a nominal 5 ft.,5's ft. and perhaps 6 ft. wheel, 
could be fixed, that alone would be a great gain. 

The interest in the matter seemed great. It was the most 
animated discussion of the first two days. There was some 
dispute if there was any advantage in fixing on a standard 
thickness, but it was finally agreed that there was. 

Another special question, ‘* What is the best mode of in- 
creasing the traction of locomotives ?’ was then taken up. 

The SECRETARY stated that for the last six months they 
had been using on the Ohio & Mississippi the best they knew 
of, a traction increaser invented by M. A. Dees, of Moss 
Point, Miss, They had it on an 18x 24 in. passenger engine, 








and on a 19 x 24 ten-wheel freight engine. It operated by a 
piston, which by proper connections threw from 3,000 to 
5,000 Ibs. per wheel on the drivers, relieving the same 
amount from the tender wheels. They found that the device 
answered Pee in plece of sand, and hence deemed it 
highly useful, as it saved much wear of rails. 

Mr. LAUDER thought a further advantage was that it pre- 
vented objectionable increase in the train resistance from the 
sand on the rails. Some caution was necessary in using it on 
bridges and trestles where the greater load per wheel might 
be dangerous. 

Mr. SWANSTON (Jeffersonville, Madison & Indianapolis) re- 
lated the particulars of a test showing that where they could 
only haul 18 cars ona 60 ft. grade without sand, they could 
haul 24 cars with the traction-increaser without sand or with 
sand without the traction-increaser. As it accomplished no 
more than the sand, he did not see that it was worth while. 

Mr. SINCLAIR called attention to the long history of this 
device. It began to be pushed in some of its many forms 
within 10 years after the locomotive was invented. one of 
them have ever met permanent success. 

Mr. OrtTTON declared that his experience with traction- 
increasers was decidedly unfavorable; he did not find that he 
could pull any more cars with them nor that they had any 
effect to decrease slipping of drivers. Messrs. SETCHELL, 
SPRAGUE and others, tm Beal immediately declared that 
this was impossible, and that the Association ought not to 
permit such a statement to go without contradiction. Addi- 
tional weight on the drivers of necessity increased the tract- 
ive power up to the point when the drivers could no longer 
be slipped. Members were using foot boards weighing 2,000, 
3,000 and 4,000 Ibs., and even attaching heavy weights 
between the drivers to gain this very end. Whatever the 
other merits of the device, it was folly to say it would not 
increase the traction. 

Mr. SPRAGUE thought that the mission of a traction-in- 
creaser was different from permanent weight. It was to give 
occasional extra weight at special points while saving the car- 
rying of it over the whole road where it was not needed. 

The SECRETARY stated that some roads were using cast- 
iron cabs to increase the weight, and the discussion continued 
for some time with no definite result. 

A letter from Mr. Isaac Dripps, transmitting to the Sec- 
retary and explaining three tracings of old locomotive boilers 
designed in and about the year 1835, was read and ordered 

srinted in the transactions, with engravings of the tracings. 
hey showed a bridge wall or water space extending up to 
within 13 in. of the crown-sheet ; a combustion chamber be- 
yond it ; and exhaust-jet box (the first ever used), a tapering 
smoke pipe ; a peculiar style of framing and attaching the 
cylinders, an anti-foaming device, and some other features 
supposed to be modern. The convention then adjourned. 


SECOND DAY. 


The convention met at 9.45 a.m. Committees on Place for 
Next Meeting, Nomination of Officers and Subjects were first 
appointed, and applications from Robert Grimshaw and John 
A. Colburn to be admitted as associate members were received 
and referred to ro committees. An arrangement 
for an excursion to Mt. Vernon on Friday following the final 
adjournment, was made, and also for adjournment at noon to 
call on the President at 1 p. m. ina body. The Secretary 
announced that 20 new members had joined the association. 

Mr. WILLARD A. SmitH thenread a paper on the legal 
relations of the mechanical department of railways, pointing 
out in a general way the existing requirements of the law in 
respect to the adoption of new devices, and the care given to 
protecting Bre perty and the persons of employés and pas- 
sengers. The law would hold men and corporations respon- 
sible, in damages if not penally, who bought $7 wheels, when 
it was established that really good qualities commanded $10 
to $12, or who had failed to properly test axles or boilers, or 
who had purchased simply on the strength of manufacturers’ 
general reputation without other tests. They were not 
responsible. however, for latent defects, nor for failing to 
“| up to the very highest state of the arts if they kept up 
to the average and used all well-known and generally ap- 
proved safeguards. 

Mr. Lawson then, by permission, on motion of Mr. 
SPRAGUE, read a paper on Water as an Explosive, giving his 
theory as to boiler explosions, and explaining his device for 
preventing them by a perforated plate or diaphragm over the 
top of the water, which prevented any sudden flashing of 
water into steam by preventing any sudden relief of pressure 
from the surface of the water. 

The paper was, on motion of Mr. LAUDER, laid upon the 
table after warm discussion, with the understanding that the 
wee cominittee would use its judgment about printing it. 

Mr. SPRAGUE declared that the paper had been prepared 
at his request, and that Mr. Lawson had proved his theory 
by showing on the one hand that boilers would not explode 
by increase of pressure, but that they could be made to ex- 
plode instantly by sudden variation in even moderate press- 
ures. 

Regular business was then taken up by proceeding with 
the discussion of the report of the Committee on Boiler Im- 
provements. With respect to iron vs. steel for fire-boxes, a 
resolution was unanimously passed that it was the sense of 
the Association that steel was the proper material for inside 
fire-boxes. In the previous discussion some interesting facts 
were brought out. The Secretary mentioned that a railway 
paper in St. Louis, the Railway Register, had been making a 
warfare on steel, and called for experience to support it, if 
any, but only one member responded, stating that in six 
switching engines on the St. Louis bridge, they had been com- 
pelled to remove steel and revert toiron. No other supporting 
instances were advanced, and the Secretary urged that this 
must have arisen from mud burning or some special cause. He 
mentioned that 13 years ago the Ohio & Mississippi road bought 
40 new Baldwin engines and 10 new Grant engines. After 
12 years’ service not a single fire-box had been removed or 
required serious repairs. The service was of the hardest kind, 
and the mileage 4,500 to 5,000 miles per month. Switch- 
ing service of any kind was nothing in comparison with this, 
and he thought the general experience was that river water, 
even if muddy, was very easy on boilers, and would often re- 
move scale already forming. 

Mr. Woopcock (New Jersey Central), after 15 years’ ex- 
perience, indorsed steel as good. They had just removed a 
fire-box after 400,000 miles’ service. They had several which 
had made 100,000 miles without any attention whatever, 
and were good for 75,000 to 100,000 more, although anthra- 
cite coal was very hard on boilers. They were using \{ in. 
side-sheets. 

THE PRESIDENT read a statement prepared by the Penn- 
sylvania Railroad for an English engineer, showing that 91 
steel fire-boxes averaged 219,926 miles before the fire-box 
was renewed, the highest being 505,890 and the lowest (by 
far) 65,860. Some side-sheets, however, had been removed 
in this time. 

These records appeared singular to Mr. STevEeNs (Lake 
Shore) who said that his experience was that one crown-sheet 
would outlast about two flue-sheets or four side-sheets. 
Therefore they could hardly all wear out together. 

Drilling vs. Punching was then taken up and very sum- 
marily disposed of with the conclusion expressed by Mr. 
LAUDER, that probably 99 per cent. of the members were 
punching their sheets and would continue to do so, finding 


that the extra expense of drilling did little or no good. 
Therefore it was useless to talk about it further. 

Mr. SETCHELL alluded, in opening, to the gradual and 
silent change of practice which had taken place in recent 
years. In England, some recent experiments seemed to in- 
dicate that it was actually better to punch than to drill 
sheets. 

THE CHAIRMAN stated that this probably referred to some 
tests of joints specially constructed to fail by shearing the 
rivets. The sharp edges left by drilling were better for 
shearing than the ragged punched edges. 

Recess was then taken till 3 p.m. to call u 
dent, the whole body in attendance nearly filling the East 
Room of the White House, and numbering over 400 people. 

The discussion of the reports on boiler improvements and 
on valve gear, with reading of the report of the latter, com- 
mittee, occupied the brief afternoon session, but the subjects 
discussed would be unintelligible for the most part without the 
accompanying engravings. The substance of the report on 
valve-gear was that the Strong, Stevens, Wolfrath and Joy 
valve-gears were being experimented with in this country, 
with sufficient success to make them objects of general 
interest, but not with any indications as yet that they 
yossessed any decided points over the best forms of the 
ink motion. The Joy gear was meeting with accept- 
ance in England. Several roads had numbers in_ use, 
but a summary of experience so far, from Mr. D. H. 
Neale, one of the editors of the Railroad Gazette, who was 
probably more familiar with the practical workings of the 
valve gear than any man in this country, indicated that it 
wore pretty fast and was otherwise still a matter of doubt. 
The assumed advantage of these various gears over the link, 
that the lead did not vary with the point of cut-off, was prob- 
ably often a disadvantage, requiring an excessive lead for 
the low speeds. No one, however, had positively recom- 
mended any other new valve gear than the Joy as an im- 
provement. This closed the second day. 


m the Presi- 








TECHNICAL. 


Locomotive Building. 
The Boston & Albany shops in Springfield, Mass., have re- 
cently ecmpleted a heavy — ver engine for the road. 
Fleming & Sons, in St. John, N. B., are building 2 freight 
engines for the Intercolonial road. 

. K. Porter & Co., in Pittsburgh, have recently received 
foreign orders from Cuba, Venezuela and Colombia, South 
America, besides home orders from Mississippi, California 
and Western Pennsylvania. 


. The Car Shops. 

The Buffalo Car Works, in Buffalo, N. Y., are building 125 
refrigerator cars for the Merchants’ Despatch line, to be used 
in the West beef trade. They are also making a number of 
logging cars for the Sinnemahoning Valley road. 

arris & Co., in St. John, N. B., are turning out about 8 
freight cars a day on orders from the Intercolonial and from 
some Nova Scotia roads, 

Negotiations are in progress for the sale of the Swissvale 
Car Works at Swissvale, Pa., which have been idle for some 
time. It is not known whether the purchasers intend to use 
the works for building cars or for other purposes. 


Bridge Notes. 
Sealed proposals will be received until July 8 by D. Harris 
Smith, Clerk of the Board of Chosen Freeholders at Salem, 
N. J., for an iron highway bridge at Woodstown, in Salem 
County. Proposals must contain complete drawings and de- 
scriptions, with strain sheets. Further information can be 
obtained on application to Mr. Smith, as above. 

Among other contracts, the King Iron Bridge & Manu- 
facturing Co., in Cleveland, O., has recently taken three iron 
bridges for the New York, Lake Erie & Western Co.; they 
are known as bridges Nos. 7, 14 and 17 on that road. The 
company has also contracted to build an iron highway bridge 
Ficr the town of Hancock, Delaware County, N. Y., consist- 
ing of nine spans, the length over all being 1,100 ft. The 
contract price of this bridge is $23,818. 

The contract for the Adams street viaduct, in Chicago, has 
been awarded to the Keystone Bridge Co., of Pittsburgh. 
The contract price is $41,000. 


Iron and Steel. 


The works of the Scranton Steel Co., in Scranton, Pa., have 
resumed operations. The employés have all signed the agree- 
ment to give two weeks’ notice before quitting work at any 
time, and to forfeit whatever pay may be due them if they 
stop work without giving this notice. 

unewell Furnace, in Grayson County, Ky., which has 
been out of blast about six months, blew in again June 1. 

The property of the Mt. Hickory Iron Co. was recently 
sold at public sale. The — mill at Erie, Pa., was bought 
for $49,500 by P. L. Kimberly, and the blast furnace at 
Sharpsville, Pa., was bought for $27,850 by the same gen- 
tleman, whe is supposed to be acting for Mr. William L. 
Scott, of Erie. 

Pennsylvania Furnace, in Huntington County, Pa., has 
been started up after a short stoppage. It is now run by the 
Centre Mining Co, 

The Joliet Steel Works expects to start up its mills at Joliet, 
Il., early in July. Since the works have been closed a num- 
ber of improvements have been made in the plant. 

Mr. J. C. Morse, of Cleveland, O., has been chosen Vice- 
President of the Union Steel Co. of Chicago. Mr. Forsythe, 
formerly connected with the North Chicazo Rolling Mili Co., 
has been appointed General Manager of the Union Steel Co. 

Rebecca Furnace at Kittanning, Pa., has gone out of blast. 

The Pennsylvania Steel Works at Steelton, Pa., are very 
busy in all departments. May shipments included 15,400 
tons of steel rails, 3,500 tons of steel in slabs and a consider- 
able quantity of structural steel. 

All the works of the North Chicago Rolling Mill Co. are 
now in operation except the furnaces at Bay View, Wis. 
Both the North and South Chicago mills are at present run- 
ning on steel rails. 

A dispatch from Pittsburgh, June 16, says: ‘* The iron 
strike in this district is at an end; the scale has been signed, 
and a general resumption of work will fullow immediately. 
Outside of Pittsburgh, however, the strike will continue, and 
the mills of Chicago, Cincinnati, Wheeling and the Mahoning 
and Shenango valleys will remain idle for an indefinite period. 
This is the result of to-day’s conference. The manufacturers 
here agreed to sign the scale, leaving the disputed question of 
wages to be paid the sheet-iron men and for working old rails 
to a committee composed of seven manufacturers and an 
equal number of workmen. The agreement was not satisfac- 
tory to the masters operating mills west of Pittsburgh, and 
they withdrew from the conference, avowing that under 
no circumstances would they grant the demands of the 
Amalgamated Association. The conference was in session 
continuously from 2 o'clock this afternoon until 10 o'clock to- 
night. About an hour before the adjournment the Western 
manufacturers withdrew, and after their departure the Pitts- 
burgh mill owners signed the scale. Pending a settlement of 





the sheet-mill and old-rail clauses, the manufacturers oper- 
ating those departments will pay the old-scale wages.” 
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Manufacturing and Business. 


The firm of L. G. Tillotson & Co., manufacturers and 
dealers in telegraph and railroad supplies, has been dissolved. 
Mr. E. 8S. Greeley, the surviving partner, has bought the en- 
tire interest of the late Mr. L. G. Tillotson and will continue 
the business under the firm name of E. S. Greeley & Co. The 
location of the factories will romain unchanged and the office 
will continue at Nos. 5 and 7 Dey street. All accounts of the 
old firm will be settled at this office. The business under the 
new name will be conducted in the same manner and with the 
same capital and force as heretofore. 

The National Paint Works at Williamsport, Pa., makers of 
asphaltum paints, in one day recently shipped a car load of 
freight car paint to the Chicago & Wariweders Railway 
Co,; a car load for the Pullman Palace Car Co., at Pull- 
man, l., for painting cars of the Pennsyivania Co.; 10 bar- 
rels to a large bridge company in Chicago; 24 barrels to the 
Pennsylvania Railroad Co., at Altoona; 10 barrels to Lake 
Shore & Michigan Southern, at Cleveland: eight barrels to 
Phoenix Bridge Co., Philadelphia; and numerous orders of 
five barrels to many railroad companies, bridge and iron 
works, showing that there is some improvement in the paint 


line, 
The Rail Market. 


Steel Rails.—The market is somewhat firmer, although no 
large orders have been gay and quotations continue about 
$27(@$28 per ton at mill for ordinary sections. Some large 
orders will, it is expected, be placed soon, but are supposed 
to be holding off for lower prices. 

Rail Fastenings.—Business is still very dull and sales 
limited. Quotations continue nominally at 1.80@1.90 cents 
per lb. for spikes in Pittsburgh; 2.40@2.75 cents for track- 
bolts and 1.60@1.70 cents for splice-bars. What few sales 
are noted have been made on private terms. 

Old Rails.—Old iron rails are dull with few sales and 
holders are inclined to make some concession in prices. 
Quotations are from $17@3%18 per ton at tidewater. Old 
steel rails are quoted at $16@317 per ton in Pittsburgh, with 
very light supply. 

Blast Furnaces of the United States. 
The Iron Age says : ‘*‘ We give this week our usual monthiy 
report showing the condition of the anthracite and bitumin- 
ous furnaces of the United States on June 1, 1885. The 
table, in a condensed form, presents the following : 


—--In blast.—— —Out of blast.— 

J Weekly Weekly 

Fuel. No. capacity. No. capacity. 
Fels on PN ae Cer 79 19.834 141 33.350 
DIGIT so. 00s. cecccnce sess 94 44,669 128 46.498 


“To furnish data for comparison the following table is 
peeeenied, showing the number of furnaces of each class in 
»last on the first day of each month of the present year, and 
the capacity of the same : 





——Authracite——  —-Bituminous -— 
No. mn Capacity No. in Capacity 
biast. perweek. blast. per week. 
Tanuary 2.6... cas. 86 21,564 82 36,812 
February 1 81 21.189 87 41 653 
Mareh 1. 86 22.889 91 46,774 
Pf Seer ae ee eerenee 82 21,704 90 43,655 
MEMO Ee ascchuasionmelatawmaae 80 20,729 95 46,397 
re Erno 79 19,834 94 44,498 


‘** From this table it will be seen that the totals vary but 
little, though there have been some changes in the case of in- 
dividual furnaces, some going out of blast, but others have 
taken their place. There is one less anthracite furnace in 
blast than a month ago, and one less bituminous, but the 
capacity of the anthracite furnaces is about 900 tons a week 
less, and of the bituminous 1,900 less. In a word, the blast- 
furnace industry, so far as regards the anthracite and bitu- 
minous furnaces is about the same as a monthago. The pro- 
duction is a little less—say 12,000 tons a month.” 


Signaling from Moving Trains. 

Mr. Thomas A. Edison has invented a system of signaling 
between moving trains, or between a train and a station, 
which is said to have been successfully tried on the Staten 
Island road, The medium of communication is the telegraph 
wires along the railroad and an instrument in the engineer’s 
cab, The appliance is designed to prevent collisions in foggy 
weather, at curves or on terminals. It resembles the tele- 
phone in some respects. Flagmen and depot watchers can 
also use the instrument to communicate with approaching or 
pe trains, no matter at what speed they may be running. 

t is considered a most valuable invention, and Mr. Edison 
desires to secure all the foreign patents before making any- 
thiog known about it. He expects to have it completed in 
about two weeks. 


A New Car Door Fastener. 

Mr. E. F. Hardin, of the Burlington & Missouri River road, 
has invented and will patent a fastening for car doors, which 
is now on trial on that road. . 

The method in use at present is to slide the doors of freight 
cars shut and nail a small three-cornered cleat behind them. 
If there is no cleat at hand a nail is frequently driven 
through the door, and in either case the door and car are 
eventually cut to pieces with the nails, besides which the 
process is a very inconvenient one. The door is fastened by 
an iron strap and staple and pin, the tin seal with the name 
and number of the station being first fastened to the staple 
and the pin dropped in over it. This hides the seal, and in 
many places the tracks are so high that the pin cannot be 
en Tia either to put it in or out of the shale or to see the 
seal, 

Mr. Hardin’s invention is in the first place a wedge-shaped 
cleat holder of cast iron. This is fastened securely to the 
car, and is so made that the triangular cleats now in use can 
be driven into it, a slight rib in the cleat sinking into the soft 
wood and holding it firmly. The fastening for the door is an 
L-shaped iron with a hook at the extremity of the long side 
and pivoted at the corner. The seal is made by fastening 
the extremity of the shorter arm, which hangs downward, to 
a staple, thus when the hook is raised turning on the pivot at 
the corner the other extremity must break the seal. The 
seal is in plain sight and the fastening can be made with a 
stick if it can’t be reached by hand.—Lincoln (Neb.) State 
Journal, 

Engineers’ Club of Philadelphia. 

A special business meeting was held in Philadelphia, June 6, 
Past President Frederick Graff in the chair; 31 members 
present. 

The Secretary ry ovine from the board of directors that 
arrangements had m finally concluded with the Girard 
Estate, and that the building at No. 1122 Girard street is to 
be occupied by the Club for a term of five years at an annual 
rental of $1,000, the Girard Estate to expend $1,000 in mak- 
ing the alterations and repairs desired by the Club. 

The by-laws, as reported by the committee on revision of 
the same, were then taken up and discussed in detail. Two 
amendments were made, and the revision, as thus amended, 
was offered in regular form as amendment to the present by- 
laws. It may be said that the new by-laws, if adopted, will 
—_— change in the present general policy and practice of 

eClub. . 


| 

T. Blunt, Secretary of a committee appointed by the Civil | 
Engineers’ Club of Cleveland to investigate the relation of | 
Army and Civil Engineers in the Government service, and | 
report a line of action in the premises. The communication 
requested that a similar committee be appointed by this Club. | 
On motion, the consideration of the subject was postponed for 
the present. 
On behalf of Prof. Louis H. Barnard, Mr. Dana C. Barber 
presented an illustrated article upon Stereographic Pro- 
jection, which, being entirely mathematical, does not admit 
of presentation in abstract. 
Mr. Perzy T. Osborne presented an illustrated description 
of the Sand Bag Embankment to close Little Inlet on 
Brigantine Beach, N. J., which was constructed by his father, 
Mr. Richard B. Osborne, C. E. 
The closing of this inlet, the width of which was 831 ft., 
with a rapid current at ebb and flow of tide, never was 
deemed possible with the very fine sand which was the only 
material at hand. 
The changing character of this shore, under the action of 
the northeasterly winds, the laws of nature and the results 
they had in years past produced on this beach, the possibility 
of making these co-workers in producing like results in a 
shorter period of time, supplied the only expectation that, 
with the means possessed, this water-way could be obliterated, 
and a large area of land redeemed from the sea. 
By closing this stream for a short period, it was expected 
that the sea would form rapidly what it would require per- 
haps a century otherwise to accomplish, and that the accre- 
tion from the sea would quickly protect and cover up the 
works of construction, without which it was utterly useless 
to attempt to build a barrier against the ocean, out of the 
material available. The expectation has been proved to have 
been founded on correct principles. The sea has performed 
its part most fully. The operations of nature’s laws have 
been quickened, and the inlet, to-day, is a thing of the past. 
The sand was packed in ordinary salt bags, costing 5!4 cents 
apiece, sewed up and placed in the embankment, at a cost of 
66 cents per cubic yard for bags, and 34 cents per cubic yard 
for filling, sewing and placing, making a total cost per cubic 
yard of one dollar. The working hours were between half 
ebb and half flow of tides. The embankment was made from 
each shore simultaneously, to within a foot of low water, by 
lacing the bags by hand. On these bags, frames, 6 ft. in 
height 12 ft. broad on top, and 8 ft. apart, were placed, and 
connected by planks spiked on the sloping sides. The in- 
terior spaces were filled with sand-bags, 80,000 of which 
were used in the construction of the embankment About 
1,050 were placed in a day of 10 hours, 12 of them equaling 
1 cubic sed At low tide, the water in the main channc] 
was 13 ft. deep when the bank was begun, on June 17, 1881. 
On Aug. 5 following, the embankment was closed and the sea 
shut out—in 42 working-days—and where the deep channel 
had been, there was then less than 2 ft. of water: the deposit 
of sand from the sea having commenced with the embank- 
ment and increased as it progressed. For 9 days after closing, 
the embankment withstood the heavy seas and southeasterly 
gales. On Aug. 12 the sea broke over the banks, near the 
north end, where the water was 2 ft. deep. Having some 
bags on the ground, this breach was closed on the next 
ebb-tide. On the 14th another breach occurred, when 
there was nothing at hand for its repair, the bags 
ordered on Aug. 6 not having been supplied for 18 
days. When they did arrive, the company had discharged 
the contractor, and the breach had only to be left to itself. 
It continued to widen up to Sept. 16, whenit was 182 ft., 
with 16 ft. depth of water below the original surface. The 
old 13-ft. channel remained closed, and three bars from the 
bauk seaward had been created. It was expected then that 
the accretion would still continue, and that finally, in spite 
of the breach, the closing of the original channel and the 
alteration of the course of the tide would continue the deposit 
and finish the undertaking, without further efforts. Some- 
thing was attempted afterward by one of the ee 
driving poles and stretching light wires along them—but 
these attempts conduced in nowise to the ultimate result. 
The increased action of the sea finally obliterated the inlet, 
and covered the whole locality, thus proving that nature had 
fully performed what had been expected of her—70 acres 
seaward and 30 acres inside were reclaimed. 

Owing to the lateness ofthe hour, the reading of the other 
papers was postponed, and the Club adjourned. 


Compressed Gas. 

At the recent London Fisheries Exhibition, the Pintsch buoy 
system exhibited by the Trinity House, the English Light- 
House Board, among other devices for the protection of ship- 
ping, was awarded a grand gold medal, while the Pintsch Co., 
of England, in nosense an exhibitor, was awarded a silver medal 
as an especial mark of distinction for their lighted buoy and 
beacon system. The Pintsch Co. of the United States made 
no exhibitat New Orleans, but the U. 8. Light-House Board 
exhibited models of the Pintsch appliances for light-house 
service which they have adopted. The company is making 
somewhat slow, but steady, progress in equipping cars in this 
country, finding, naturally, a serious obstacle in the amount 
of capital already invested in oil lamps, although the com- 
pressed gas, it is claimed, furnishes a cheaper and much safer 
light. The compressed gas lights are certainly a positive 
luxury to travelers. 


The End of the Suakim-Berber Railroad. 

The building of the military railroad from Suakim to Berber 
has been given up, on account of the abandonment of rili- 
tary operations in the Soudan. An English exchange says 
that 18 acres of land adjoining Woolwich arsenal have been 
hired by the government for the purpose of storing the Sua- 
kim-Berber Railway plant, which is on its way back to Eng- 
land in 32 steam vessels, which are ordered to the Arsenal to 
discharge their cargoes. To facilitate the removal of the 
plant, a broad-gauge line is being constructed from the pier 
to the place of storage. The working of this line, which is 
about two miles long, presents a novel appearance, in conse- 
quence of the locomotives, carriages, stations, ticket-offices, 
etc., being painted with the words ‘‘Suakim-Berber Rail- 
way. 


@Qeneral QMailroad Mews. 

MEETINGS AND ANNOUNCEMENTS. 
Meetings. 

Meetings of the stockholders of railroad companies will be 

held as follows : 


Marquette, Houghton & Ontonagon, annual meeting at the 
office in Marquette, Mich., July 16, at noon. 


Dividends. 
Dividends on the capital stocks of railroad companies have 
been declared as follows : 
Boston, Revere Beach & Lynn, 3 per cent., semi-annual, 
payable July 1, to stockholders of record on June 20. 
Connecticut River, 4 per cent., semi-annual, payable July 
1, to stockholders of record on June 20. 








The Secretary presented a communication from Mr. Wm. 





Northern Central, 4 per cent , semi-annual, payable July 


Railroad and Technical Conventions. 
Meetings and conventions of railroad associations and tech- 
nical societies will be held as follows : 

The Car Accountants’ Association will hold its annual 
convention in Minneapolis, Minn., beginning on Tuesday, 
June 23, 

The American Society of Civil Engineers will hold its an- 
nual convention at Deer Park, Md., beginning on Wednesday, 
June 24, 

The International Association of Traveling & Passenger 
Agents will hold its annual convention in Boston, Tuesday, 
July 7. 

The Southern Railway & Steamship Association will hold 
its annual convention in Atlanta, Ga.,on Wednesday, July 8. 
The General Baggage Agents’ Association will hold its 
half-yearly meeting in St. Paul, Minn., on Wednesday, July 
15 


». 

The Master Car-Painters’ Association will hold its annual 
convention in Toronto, Ont., on Wednesday, Sept. 2. 
The National Association of General Passenger & Ticket 
Agents will hold its next half-yearly meeting in New York, 
at 11 a. m., on Tuesday, Sept. 15. 
Foreclosure Sales. 
The Lebanon Springs road was sold in Greenbush, N. Y., 
under a decree of foreclosure granted by the New York Su- 
preme Court, and was bought for $165,000 by Delos McCurdy, 
of New York, representing William M. Foster, Jr., and 
other holders of bonds. The road extends from Chatham 
Four Corners, N. Y., to Benrington, Vt., a distance of 57 
miles. It was built nearly 20 years ago and at one time was 
consolidated with the Bennington & Rutland to form what 
was known as the Harlem Extension road. The consolidated 
line again became a part of the New York, Boston & Montreal 
combination, which was broken up about 1874 by the fore- 
closure of the mortgages on the different roads of which 


it was made up. The Lebanon Springs road, after 
being operated by its trustees and afterwards by 
a concern known as the Harlem Extension, South Coal 


& Transportation Co., was finally placed in the hands of a 
receiver in 1880, and has since been operated under the 
direction of the court. The road has a debt of $2,000,000 in 
first-mortgage bonds, and during the receivership there have 
also been issued about $350,000 in certificates, partly for 
improvements and partly, it is said, to make up deficiencies 
when the earnings fell below the working expenses. Interest 
on these certificates has, we believe, keen very irregularly paid. 
What the purchasers intend to do is not certainly known, 
although it is reported that their intention is to consolidate 
the road agai with the Bennington & Rutland and to make 
connection on the south end with the Housatonic Railroad. 
The St. Joseph &} Western road was sold under foreclosure 
in Topeka, Kan., June 11, and bought for $3,000,000 by the 
bondholders’ committee. The sale was made in pursuance of 
the plan of reorganization, which has been accepted by nearly 
all the bondholders and which is to be promptly carried out. 


Master Car-Painters’ Association. 


Mr. R. McKeon, Secretary, announces that the next an- 
nual convention of the Master Car-Painters’ Association will 
be held in Toronto, Can., beginning Sept. 2. The progamme 
for the meeting will be issued hereafter. 
Southern Railway & Steamship Association. 
Notice is given that the eleventh annual convention of the 
Southern Railway & Steamship Association will be held at 
the office of the Association, in Atlanta, Ga., on Wednesday. 
July 8, 1885. Transportation companies, members of or 
working with the Association, are invited to send duly au- 
thorized representatives. The convention will be called to 
order at noon. 
Boston & Albany Station Agents’ Association. 
A meeting of station agents on the Eastern Division of the 
Boston & Albany road was held in Boston, June 10, some 
twenty gentlemen being present. Mr. C. C. Boynton was 
called to the chair, and Mr. Robert Bennett chosen Secretary. 
It was resolved to form an association for mutual assistance 
and improvement, to be called the Association of the Station 
Agents of the Boston & Albany Railroad, Boston & Worces- 
ter Division. Officers were then chosen, and the organization 
of the association was completed. 
International Association of Traveling & 
senger Agents. 
The following programme has been arranged by the Local 
Committee for the entertainment of the Association at its 
annual meeting to be held at Hotel Vendome, Commonweaith 
avenue, Boston, on Tuesday, July 7: 

Members will be met on arrival by Reception Committee. 
In order to facilitate the arrangements of this committee, 
members are requested to notify the Chairman, J. Mc- 
Beath, 290 Washington street, Boston, by which train and 
road they will probably arrive. 

July 7 and 8.—Meeting of Association will be called to 
order at 10 a. m. daily, at Hotel Vendome. 

Arrangements have been made for local entertainments 
during the stay in Boston, detail programmes of which will 
be furnished members on arrival. 

On Thursday, July 9, the Association will leave Boston at 
9 a. m. by special train on the Boston & Maine road, on an 
excursion which will take in Portland, Bar Harbor (Mt. 
Desert), the White Mountains, the Franconia Mountains and 
Lake Winnipesaukee. The members will return to Boston on 
Wednesday, July 15, in time to take the evening trains and 
boats. 

Rooms for accommodation of members can be secured by 
addressing J. Walker Donald, Chairman Hotel Committee, 
197 Washington street, Boston. 


Yardmasters’ Mutual Benefit Association. 


The Yardmasters’ Mutual Benefit Association met in 
Philadelphia last week, with a large attendance. The Secre 
tary’s report showed that 447 new members had been ad- 
mitted during the past year, and that the total number on 
April 30 last was 1,282. The receipts for the year had been 
$9,351 and the expenses $7,759, leaving a balance of $1,592 
in the treasury. 

After going through the usual routine business a proposi- 
tion to issue traveling cards to members was voted down. A 
motion to strike out the last clause of the article in the 
constitution relating to strikes and making it compulsory 
of division secretaries to notify the road on which the 
striker was employed, was lost. Another motion, to make 
the association a secret organization was laid on the table, 
but the matter was finally reconsidered and not disposed of. 

At the second day’s session it was decided to hold the next 
convention in St. Paul, Minn., on the second Wednesday in 
June, 1886. The amount of the death benefit was fixed at 
$1,000. A number of proposed changes in the constitution 
and by-laws were referred to a committee, which is to re- 

rt at the next convention. The Executive Committee was 
instructed to have the association incorporated under the 
laws of the state of Pennsylvania. 

After electing officers for the ensuing year and finishing up 
the usual routine business, the association adjourned. 

The convention closed by a dinner to the delegates in 
Philadelphia, and on the following day they visited Barnegat, 
Long Branch and New York on a special train at the invita- 
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Car Accountants’ Association. 
The Committee on Subjects for Discussion, consisting of 
Messrs. F. J. Hoyle, A. P. Wilder and D. F. Maroney, has 
prepared plenty of work for the convention of this Associa- 
tion at Mimneapolis next week. The programme arranged is 
as follows : 

1. Reports of committees—1. Committee to wait on Mas- 
ter Car-Builders’ Association. 2. Committee to wait on 
managers of fast freight lines. 3. Committee to secure the 
adoption of Standard Junction Report. 4. Committee to 
wait on general managers about fall snilonge on car bodies 
and to secure a uniform rate of mileage for passenger 
at aga 5. Committee on the New England Clearing 

ouse. 6, Committee on record of switched cars. 7. Com- 
mittee on best means of carding cars. 8. Committee on 
plan for numbering railroads. 9. Committee on per diem 
charge for cars. 10. Committee on distribution of cars. 11. 
Committee to examine Sechrist’s Hand-Book. 

2. Diversion of cars—Should not a penalty be attached 
for diversion of foreign cars from their legitimate route / 

3. Return of foreign cars to owners—All things being 
equal, should not empty foreign cars be returned to owners 
direct, instead of to connecting lines from which received ? 

4. Holding foreign cars for’ lading—Should foreign cars, 
during the busy season, be held for more than two days 
awaiting lading ? 

5. Traveling car agents—Are they a necessity ¢ (Sug- 
gested by a general manager.) 

6. General Clearing House—Would not the establishment of 
a general clearing house for the adjustment of car service 
simplify and expedite the settlement of these accounts ’ 

7. The efficiency of the car service office—How can it be 
eves ¢ 

he following suggestions are appended for the careful con- 
sideration of each member: 

1. That after each question is announced in convention, the 
roll be called by roads in alphabetical order, and that its 
representative be allowed five minutes for expression of 
opinion. 

2. That a standing committee of three be appointed to pre- 
pare in proper form all rules and agreements adopted cover- 
ing car service matters at conventions, and whose duty it 
shall be to have such matters enforced, as far as practicable. 

3. That a standing committee of three be appointed to 
supervise the publication, quarterly, of an official list of roll- 
ing stock of the railroads of the United States and Canada, 
in accordance with the will of the Car Accountants’ Associa- 
tion. 

4. That a standing committee of three be appointed to use 
best efforts to have the rules covering the plan of marking 
fast freight line cars, adopted by the Master Car-Builders’ 
Association, carriel into effect by all roads. 

The views of railway managers and heads of transportation 
— on any of the foregoing subjects are earnestly 
solicited. 








ELECTIONS AND APPOINTMENTS. 


Associxtion of Station Agents of the Boston & Albany 
Railroad, Boston & Worcester Division.—This association 
has been organized with the following officers: President, 
C. T. Boynton; Vice-President, C. W. Campbell; Secretary, 
Robert Bennett; Treasurer, W. M. Kidder; Executive Com- 
mittee, F. C. Perry, F. E. Pettinger, C. C. Henry. 

Baltimore & Drum Point.—At the amual meeting re- 
cently the following directors were chosen: John T. Bond, 
Calvert County, Md.: Wm. T. Iglehart, Anne Arundel 
County, Md.; Augustus Albert, Wm. H. Bians, Charles E. 
Savage, James A. Stewart, George H. Williams, Baltimore ; 
P. H. Rogers, Joseph R. Swan, M. G. Thompson, R. 8. Will- 
iams, Utica, N. Y.: John D. Oxner, New York. 


Baltimore & Potomac.—At the annual meeting recently 
the following directors were chosen: Samuel Cox, Jr., Eli J. 
Henkle, B. F. Newcomer, George B. Roberts, George Small, 
Frank Thomson, W. T. Walters. The board elected Oden 
Bowie, President: Frank Thomson, Vice-President: James 
P. Kerr, Secretary and Auditor; John 8. Leib, Treasurer. 





Bureau & Northeastern.—The directors of this new com- 

any are: Herman Bickersham, Arthur H. Chetlain, Leonard 
M. Hodges, Henry Stebbins and Edward F. Guerdon, all of 
Chicago. 


Canadian Pacific.—At the annual meeting in Montreal, 
June 13, the following directors were chosen: R. B. Angus, 
Donald A. Smith, George Stephen, W. C. Vanhorne, Mont- 
real; Sanford Fleming, Ottawa; E. B. Osler, Toronto; P. 
du P. Grenfell, H. Stafford Northcote, C. D. Rose, London, 
Eizgliand; R. V. Muartinsen, Amsterdam, Holland; W. L. 
Scott, Erie, Pa.; George R. Harris, Boston. The board re- 
elected George Stephen, President; W. C. Vanhorne, Vice- 
President. 


Cincinnati, Hamilton & Dayton.—At the annual meeting 
in Cincinnati, June 16, the following directors were chosen: 
Matthew Addy, John Carlisle, Wm. Hooper, Wm. A. Proc- 
tor, F. H. Short, Seth L. Thompson, C. C. Waite, A. 8S. 
Winslow, Cincinnati; Hugh J, Jewett, New York. The board 
re-elected Hugh J. Jewett, President; C. C. Waite, Vice-Presi- 
dent: F. H. Short, Secretary and Treasurer. 


Erie & Wyoming Valley.—This company recently elected 
directors as follows : George H. Catlin, Samuel Hines, Scran- 
ton, Pa.; J. B. Smith, Dunmore, Pa.; E. P. Darling, Andrew 
H. McClintock, Wilkes-Barre, Pa.: John King, E. H. Mead, 
New York. ; 

Fort Worth. Waxahachie & Sabine Pass.—Mr. W. S. 
Haywood has been appointed Chief Engineer, with office at 
Fort Worth, Texas. 


Georgia Railroad ; Atianta & West Point and Western 
of Alabama.—Mr. Joseph W. White, having resigned the 
position of Passenger Agent of the South Carolina Railway 
Co., has been appointed Passenger Agent of the Atlanta & 
West Pomt and the Western Railroad of Alabama, in con- 
nection with his position of General Traveling Passenger 
Agent of the Georgia Railroad. 


Indiana, Bloomington d& Western.—Mr. E. B. Crosley has 
been appointed Acting Auditor in place of G L. Dickenson, 
resigned. 


Maryland State Directors.—The Maryland Board of Pub- 
lic Works recently elected the following directors to repre- 
sent the state in companies in which it owns an interest : An- 
napolis & Elkridge.—Wm. T. Iglehart, John Ireland, James 
H. Vansant. Bultimore & Ohio.—Frank Brown, Richard 
Hynson, Charles M. Stanley, Patrick H. Walker. Chesa- 
peake & Delawsre Canal.—Charles F, Mayer. Eastern 
Shore.—Wm. H. Gale, E. E. Jackson, W. H. Roache. Kent 
County.—Richard C. Johnson, Samuel 8. Merritt, Wm. 8. 
Walker. Philadelphia & Baltimore Central—Rankin R. 
Crowthers. Wicomico & Pucomoke.—Thomas Humphrey, 
L. L. Derickson, John W. Smith. Worcester.—Jo iE 
Hammond, L. R. Purnell, Thomas Purnell. Worcester & 
Some set.—Jobn F. Harding. 


Missouri Pacific.—Mr. E. K. Sibley has been appointed 
Superintendent, with office at Sedalia, Mo,, in place of A. M, 


Hager, resigned. Mr. Sibley will also act as Superintendent 
of the Missouri, Kansas & Texas Division, in place of J. B. 
Vandyne, resigned. The office of Assistant to the Third 
Vice-President, recently held by Mr. Sibley, is abolished. 
The jurisdiction of Master Mechanic C. W. Clark is 
extended over the International & Great Northern Division, 
W. 5S. Morris having resigned. Mr. 8. F. Wood is appointed 
Assistant Master Mechanic at Palestine, Texas. 


National Car Co.—At the annual meeting in St. Albans, 
Vt., last week, the following directors were chosen ; Herbert 
Brainerd, E. Curtis Smith, St. Albans, Vt.; J. D. Hatch, 
Burlington. Vt. ; James R. Langdon, Montpelier, Vt. ; Gilman 
Cheney, Montreai; Henry L. Millis, Boston: M. Hall 
Stanton, Philadelphia. The board elected James R. Langdon 
President ; F. S. Stranahan, Secretary and Treasurer ; J. D. 
Hatch, Auditor ; J. R. Langdon, Herbert Brainerd and E. 
Curtis Smith, Executive Committee. 


National Railroad Agents’ Association.—At a meeting 
held in Louisville, Ky., June 10, the following officers were 
elected : President, J. C. Downing, Central City, Ky.; Vice- 
President, George Petry, Shelbyville, Ky. Secretary and 
Treasurer, G. L. Spink, Frinesten, Kentucky. 


Nebraska Railroad Commission.—The new Railroad Com- 
mission of Nebraska, under the law passed recently by the 
Legislature, consists of Attorney-General Wm. Leese, Secre- 
tary of State E. P. Roggen and Auditor H. A. Babcock. 
These officers met in Lincoln, Neb., recently and elected Mr. 
E. P. Roggen Chairman. Under the law the Board chooses a 
secretary trom each Congressional district of the state, and 
the secretaries appointed were: First District, C. H. Gere, 
Lincoln; Second District, Charles Buschow, Red Cloud; 
Third District, Benjamin R. Cowdrey, Columbus. Mr. H. 
M. Waring was appointed Stenographer and Bookkeeper. 


New York Central & Hudson River.—The board has 
elected Mr. Chauncey M. Depew President, in place of James 
H. Rutter, deceased. Mr. Depew has for a lens time been 
connected with the company as a director and counsel, and 
for two years past has been Second Vice-President. He isa 
lawyer by profession. 


New York & Ridgefield.—This company has elected the 
following officers : President, Ellwood Burdsall, Portchester, 
N. Y.: Vice-President, Wm. J. Meade, Greenwich, Conn. ; 
—eo and Treasurer, Hiram K. Scott, Ridgefield, 
Yonn. 


North Conway & Mt. Kearsarge.—The office of this com- 
vany is in North Conway, N. H.; the officers are N. W. 
ease, President; E. A. Wheeler, Treasurer; Lycurgus Pit- 
man, Clerk; George E. Mansfield, General Manager: Wm. 
Wheeler, Chief Engineer. 


Northern P:cific.—Mr. Jerome B. Cable has been ap- 
xinted Superintendent of the Rocky Mountair Division. He 
ormerly held that position, but resigned about two months 
ago, and is now reappointed. F. W. Gilbert, who has had 
charge of the division since Mr. Cable left, is transferred to 
the Cascade Division as Superintendent. 


Ohio River.—At the annual meeting in Parkersburg, W. 
bot OO ig 9, all the old officers and directors were re- 
elected. 


Olmsted Falls & Lake Erie.—The directors of this new 
company (whose office is in Cleveland. O.) are : Jeremiah L. 
Duke, M. M. Hobart, J. B. Buxton, J. T. Brady, and N. 
Norton, 


Oregon Improvement Co.—At the annual meeting in Port- 
land, June 15, the following directors were chosen : John 
Muir, C. H. Prescott, Joseph Simon, C. J. Smith, D. P. 
Thompson, Portland, Oregon: Wm. Endicott, Jr., Elijah 
Smith, Boston ; John N. Denison, J. J. Higginson, New York. 


Oregon Railway & Navigation Co.—At the annual meeting 
in Portland, June 15, the following directors were chosen : 
Lioyd Brooke, H. W. Corbett, C. A. Dolph, Henry Failing, 
W. 5S. Ladd, C. H. Lewis, C. H. Prescott, Portland, Oregon ; 
Charles L. Colby, Wm. Endicott, Jr., John H. Hall, N. P. 
Hallowell, Elijah Smith, Boston ; Brayton Ives, New York. 
Mr. Ives is a new director, succeeding T. J. Coolidge, 
resigned. 

The new board elected the following officers: President 
Elijah Smith: Vice-President, W. H. Ladd; Secretary, T. 
wore. of Portland; Treasurer, F. R. Nourse, of New York. 
C. Prescott was renominated and confirmed as Manager. 


Oregon & Transcontinental Co.—A dispatch from Port- 
land, Or., June 17, says: ‘* This company yesterday elected 
the following directors: Elijah Smith, William Endicott, Jr., 
Charles L. Colby, N. P. Hallowell, James J. Higginson, 
Christopher Meyer, C. H. Taylor, A. B. Guion, C. H. Pres- 
cott, Henry Failing, C. H. Loomis, C. J. Smith, C. A. Dolph, 
John Muir, W. 8. Ladd, Joseph Simon and W. M. Ladd. A 
strong fight was made against Brayton Ives. who was one of 
the old board, and he was forced off.” 


Pennsylvania Coal Co.—This company recently elected 
directors as follows, George A. Hoyt, W. A. Webb, George 
L. Brown, Samuel Thorn, John R. Platt, George W. Quin- 
tard, Edwin H. Mead, A. 8S. Hurlbert, Joseph Ogden. 


Rock Island & Mercer County.—At the annual meeting 
in Rock Island, [ll., June 9, the following officers were 
chosen : President, P. L. Cable ; Vice-President, R. R. Cable ; 
Secretary, H. C. Whiteridge : Treasurer, H. B. Ludlow. 


Rock Island & Peoria.—At the annual meeting in Rock 
Island, Ill., June 9, the following officers were chosen: Presi- 
dent, C. C. Lind; Vice-President, R. R. Cable; Secretary and 
Treasurer, H. B. Ludlow. 


St. Paul d& Northern Pacific.—This company, whose road 
is leased to the Northern Pacific, has elected Robert Harris 
President ; Edward D. Adams, Vice-President ; George L. 
Jones, Secretary and Treasurer. 


St. Paul & Sioux City.—At the annual meeting in St. Paul, 
Minn., recently, the following directors were chosen: Marvin 
Hughitt, W. K. Vanderbilt, Cornelius Vanderbilt, Albert 
Keep, M. L. Sykes, E. W. Winter, E. F. Drake, C. H. Bige- 
low, A. H. Wilder, J. M. Whitman, J. B. Redfield, G. A. 
Hamilton, H. McK. Twombly, C. M. Depew. The board 
elected officers as follows: M. Hughitt, President; E. F. 
Drake, Vice-President; M. L. Sykes, Treasurer: G. A. 
Hamilton, Secretary and Assistant Treasurer: 8S. O. Howe, 
Assistant Treasurer. 


Southeastern, | Canada.—Mr. Robert McLoud has been 
appointed Master Mechanic, with office at_ Farnham, P. Q.. 
in place of A. G. Eastman, resigned. Mr. McLoud was 
formerly with the Kingston (Ont.) Locomotive Works. 


Toledo, Texas & Rio Grande,—At a meeting held in Flora, 
Ill., June 9, the following directors were chosen : J. C. Allen, 
Olney, Ill.; R. P. Hanna, Fairfield, Il.; 8. J. Major, M. H. 
Pressley, Flora, Ill.; J. G. Rupert, St. Louis; Henry Ault- 
= . P. Bull, D. W. Edgecomb, E. W. Farrell, New 

ork. 








ick Billings, Woodstock, Vt.; John B. Page, Rutland, Vt. ; 
Hugh Henry, Chester, Vt. ; James N. Williams, Bel- 
lows Falls, Vt.; Oscar Edwards, Northampton, Mass.; A. 
B. Harris, Springfield, Mass.; H. C. Robinson, Hartford, 
Conn. 

Western Freight Association.—At a meeting held in Chi- 
cago last week, Mr. William Duncan, General Freight Agent 
of the Ohio & Mississippi, was chosen an arbitrator, in place 
of Mr. William Hill, resigned. The other arbitrators are 
Messrs. John C. Gault and George M. Bogue, of Chicago. It 
is not yet positively known whether Mr. Duncan will accept. 


Wisconsin Railway & Navigation Co.—The directors of 
this new company are: William 0. Wright, M. H. Wilcox- 
son, Freeport, Ill.; P. L. Spooner, Jr., F. W. Oakley, Madi- 
son, Wis.; E. S. Miner, Sturgeon Bay, Wis.; Edward 
Decker, Cosca, Wis.; M. J. Briggs, Georgetown, Colorado. 


Worcester. Nashua & Rochester.—Mr. George H. Hurl- 
bert, heretofore Superintendent, is appointed Assistant Su- 
perintendent and General Agent at Worcester, Mass. He 
will continue to have charge of the train service, but the other 
duties of the office will hereafter be performed by the Gen- 
eral Manager. 


Yardmasters’ Mutual Benefit Association.—At the annual 
convention in Philadelphia last week the following officers 
were chosen: President, J. C. Campbell, Derry, Pa.; First 
Vice-President, W. J. Kenney, Columbus, 0.; Second Vice- 
President, E. M. Carter, Wilmington, Del.: Secretary and 
Treasurer, Joseph Sanger, Indianapolis, Ind. The Executive 
Committee is made up as follows: J. A. Hicks, G. F. David, 
E. A. Cooper, Indianapolis, Ind.; George J. Johnston, La 
Crosse, Wis.: Wm. Blair, Windsor, Ontario. 








PERSONAL. 


—Mr. A. M. Hager has resigned his position as Superinten- 
dent of the Missouri Pacific road. 





—Mr. J. B. Vandyne has resigned his position as Superin- 
tendent of the Missouri, Kansas & Texas road. 


—Mr. W.S. Morris has resigned his position as Master 
Mechanic of the International & Great Northern Division of 
the Missouri Pacific line. 


—Mr. A. C. Sheldon has resigned his position as General 
Passenger Agent of the Texas & St. Louis road, and will, it 
is said, accept a position on a Chicago line. 


—Mr. James A. Knight, formerly for 20 years Master 
Car-Builder of the Macon & Western road, shot and killed 
himself in Milner, Ga., June 16. He was 63 years old. The 
cause of his suicide was his inability to collect some $13,000 
which he had saved up and intrusted to a friend. 


—Mr. H. M. Marshall, formerly Superintendent of the 
Boston, Barry & Gardner road, and since the sale of that 
road General Agent for the Fitchburg Railroad in Worcester, 
Mass., has resigned that position ani will, it is said, go to 
Boston as General Agent there for the Erie Fast Freight 
Line. 


—Mr. A. G. Eastman has resigned his Sm sen as Mechan- 
ical Superintendent of the Southeastern Railway of Canada, 
on account of continued ill health. Mr. Eastman was seized 
last fall with a violent nervous affection, from which he has 
not recovered, and will try traveling and a residence at the 
sea shore for his health. 


—Mr. Charles B. Adams, Assistant Superintendent of 
Transportation of the Wabash, St. Louis & Pacific, was mar- 
ried recentiy at Alexandria, Va., to Miss Jennie Andrews. 
The bride is a daughter of Col. Robert Andrews, Superin- 
tendent and Engineer of the Virginia Midland, and formerly 
of the Wabash. 


—Mr. F.S. Prendergast, Consulting Engineer of the Savan- 
nah, Florida & Western and the Charleston & Savannah 
roads, died in Savannah, Ga., June 4. Concerning his death 
a circular from General Manager H. 8. Haines says : 

‘The officials and employés of these companies who knew 
Mr. F. 8. Prendergast will appreciate the sincere regret with 
which this announcement of his death is made. After many 
months of suffering, in which he sought in vain for relief by 
change of climate, he returned to Savannah on the 3d inst., 
only to breathe his last upon the following day among his 
family and friends. 

‘* From early manhood his career was identified with the 
varying fortunes of the Atlantic & Gulf Railroad and the 
present organization. First a clerk in the Savannah freight 
office, and then in the General Superintendent’s office, he pre- 
yvared himself by practical experience in the Locomotive 

Jepartment, and by a thorough technical education, for the 
,0sitions which he successively filled of Assistant Engineer, 
Master cf Roadway, Master of Machinery, and Chief 
Engineer in this service. When failing health induced him 
to resign this important office, he continued, as Consulting 
Engineer, to aid the management with his experience and 
counsel, 

‘* His professional accomplishments were heightened by his 
modesty and integrity, which insured him the respect and 
esteem of all with whom he was associated, and especially of 
the General Manager, who takes this opportunity to express 
his sorrow at this untimely loss of one so highly valued, both 
officially and personally.” 


—Mr. James H. Rutter, President of the New_York Cen- 
tral & Hudson River Co., died in Irvington, N. Y., June 12, 
aged 49 years. Ata special meeting of the directors of the 
company, held Nov. 16, the following resolutions were 
adopted : 

Resolved, That as a token of respect to the memory of the 
deceased, the following minute be entered at length on the 
records of the company: 

‘James H. Rutter was born Feb. 3, 1836, at Lowell 
Mass. He received a good academical and business educa 
tion, and, though destined by his parents for mercantile pur 
suits, determined upon raiJroading as the vocation of his life. 
As a train boy, a freight clerk in different companies and dis- 
tant parts of the country, and a station agent he acquired a 
practical familiarity with the details of the work, which 
fitted him to fill with success his first important_appointment 
as Assistant General Freight Agent of the Erie Railway. 
Mr. William H. Vanderbilt, then the executive officer 
of this company, having become impressed in 1872 
with the remarkable ability of Mr. Rutter, invited 
him to the position of General Freight Agent on the 
New York Central road. Mr. Vanderbilt gave to him large 
owers and discretions. and his administration of these trusts, 
ay the fostering and encouragement of the local business of 
the company, and through the critical crises in the transporta- 
tion service of the country, was so wise and judicious that he 
was speedily promoted to the positions of General Traffic 
Manager and Vice-President. Upon the retirement of Mr. 
W. H. Vanderbilt, and the general reorganization which fol- 
lowed, Mr. Rutter was the unanimous choice for the presi- 
dency of the company. In his knowledge of the freight 
traffic, both general and local, of the points where 
business originates and how its carriage can be influ- 








Vermont Valley,—At the annual meeting in Brattleboro, 
Vt., June 17, the following directors were chosen : Freder- 


enced, of the relations of rivals and connections 
in the vast and intricate network of our national 
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railway system, and how they could be best utilized for his 
own company, he had no superior among the railway men 
of the country. As an executive officer, while firm and 
courageous, yet he was always so considerate and courteous 
that he secured not only efficient service, but affectionate 
loyalty from all who were subordinate to him. His premature 
death in the prime of his life is an irreparable loss to the great 
and varied interests with which he was connected. James H. 
Rutter was a good son, husband, father, and citizen, but 
beyond most other men he possessed the qualities which 
won and retained devoted friends. He could unselfishly 
rejoice in their prosperity, and their adversity only 
increased his fidelity. In the transaction of business, pos- 
sessed of unusual alertness, energy and determination; in his 
hours of relaxation he was one of the most genial, amiable 
and lovable of men. Officially we deplore the event which 
deprives this company of his services, but personally death 
comes home to us as if the family circle had been broken. 

** Resolved, That the members of this board will attend the 
funeral in a body. 

‘** Resolved, That these proceedings be engrossed and a copy 
sent to each of Mr. Rutter’s children, and that we extend to 
them our profoundest sympathy in their sad bereavement.” 

—Mr. G. L. Dickenson has resigned his position as Au- 
ditor of the Indiana, Bloomington & Western Co., to date 
from June 15, 








TRAFFIC AND EARNINGS. 


Southern Railway & Steamship Association. 


Under date of June 8, General Commissioner Powers has 
issued to members of this Association the following instruc- 
tions for reporting business from points on a line from Buf- 
falo, through Pittsburgh, Wheeling and Parkersburg to 
Huntington, and business from points east and west of said 
line: 

The Executive Committee of the Southern Railway & 
Steamship Association, at its meeting in New York, April 1, 
1885, passed the following resolution: 

‘* Resolved, That a line from Buffalo, through Pittsburgh, 
Wheeling and Parkersburg to Huntington be made the 
dividing line between the eastern and western lines for terri- 
tory hereafter outlined.” 

‘That the western lines will not take business from points 
east of that line for any points east of a line drawn from 
Chattanooga, through Birmingham and Montgomery to 
Pensacola, 

‘The eastern lines, including the Richmond & Danville 
Railroad via Strasburg, or points east of Strasburg, and the 
East Tennessee, Virginia & Georgia Railroad via Bristol, not 
to take business from points west of that line (Buffalo, etc.), 
to any points on or west of a line drawn from Chattanooga, 
through Athens, Augusta and Macon to Live Oak. 

‘The business from Buffalo, Pittsburgh, Wheeling, 
Parkersburg and Huntington, to and east of Chattanooga, 
Calera and Selma, to be worked at agreed rates, and that the 
business of those be pooled—50 per cent. to eastern lines and 
50 per cent. to western lines. 

‘© Tn case eastern lines take western business, or western 
lines take eastern business, they to pay ivto the pool the entire 
revenue accruing thereon from points of junction with Asso- 
ciation roads, to be given to the lines composing the eastern 
or western lines, as the case may be.” 

This resolution requires the division between the lines com- 
posing the Southern Railway & Steamship Association, after 
that business reaches those lines, of all business from Buf- 
falo, Pittsburgh, Wheeling, Parkersburg and Huntington 
(and points on that line) to Chattanooga, Riciebun, Cale- 
ra, Selma, Montgomery and Pensacola, and points east there- 
of, to and including points on a line drawn from Chattanoo- 
ga through Athens, Augusta and Macon to Live Oak. 

The revenue accruing on this business, based on rates 
agreed upon, will be divided—50 per cent. to eastern and 
50 per cent. to western lines, under the rules of the Associa- 
tion. 

Eastern lines are directed to report to this office, in addi- 
tion to the interior and port business now reported, all busi- 
ness done from Buffalo, Pittsburgh, etc., to points in the ter- 
ritory within the lines designated in the resolution, viz.: 
between and including points on the line from Chattanooga, 
through Athens, Augusta and Macon to Live Oak, on eastern 
side, and the line from Chattanooga, through Birmingham, 
Calera, Selma and Montgomery to Pensacola, on western 
side, to be divided between lines doing the business, on basis 
of agreement as to eastern interior business, as well as to 
divide with the western lines, on the basis of 50 per cent. to 
each eastern and western line. 

jastern lines are directed, in accordance with this resolu- 
tion, to discontinue taking business west of this line from 
Buffalo, Pittsburgh, etc., to points on or south and west of 
Chattanooga, Athens, Augusta, Macon and Live Oak. 
Should any of this business be taken, it must be reported to 
this office. 

Western lines are directed to report all business from But- 
falo, Pittsburgh, ete , to the territory between a line through 
Chattanooga, ‘Birmingham, Calera, Selma, Montgomery and 
Pensacola, and the line from Chattanooga, through Athens, 
Augusta and Macon to Live Oak, to be divided with eastern 
lines—50 per cent. to each. 

Western lines are directed to discontinue taking business 
from points east of the line from Buffalo, etc., to the territory 
east of Chattanooga, Birmingham, Calera, Selma and Mont- 
gomery. Should they take any such business it should be re- 
— to this office, to be dealt with according to the reso- 

ution. 

All lines will report, in addition to the above, all business 
from Buffalo, Pittsburgh, Wheeling, Parkersburg and Hunt- 
ington, to points east of a line drawn from Chattanooga, 
through Athens, Au and Macon to Live Oak, Fla., in- 
cluding business to Columbia, Charleston, Savannah, Jack- 
sonville, etc., which will be dealt with as the Executive (om- 
mittee may hereafter direct. 

The divisions of business will take effect from June 1 
1885. Reports of business done from June 1 to date should 
be forwarded to this office promptly on receipt of this circu- 
lar; showing initial point, destination, character of freight, 
weight, rate trom initial point, and rate from point of junc- 
tion with Association roads to destination, and total reve- 
nue; and daily thereafter, tissue copies of way-bills should 
be forwarded. 

All lines will deposit daily, to the credit of the General 
Commissioner of the Southern Railway & Steamship Asso- 
ciation, in some safe bank, 20 per cent. of the revenue from 
point of junction with Association roads to destination, for- 
warding bank Ling for same to me promptly, as is now 
done upon business divided by eastern lines. 

Colorado-Utah Association. 
The general managers and ‘general freight agents in this 
Association met in Chicago, June 13, to consider the notice 
of withdrawal from the Association given by the Chicago, 
Milwaukee & St. Paul. The reason for this withdrawal was 
dissatisfaction with the award made by the arbitrators. A 
proposition to select new arbitrators was lost, and one to con- 
tinue the eSrongh robes cae in force was also lost, and the 


meeting ly adjourned without reaching any definite con- 
clusion. 
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Railr: al E raings. 


Earnings of railroad lines for various periods are reported as 
follows : 
Five months ending May 31: 
1885 








1884. Inc. or Dec. Pe. 
Ala. Gt. South... $451,599 $447,595 $4,004 09 
Cin., Ind., St. L. & 
|i eee 969,648 897,171 I. 72,477 8. 
Cin.,N.O.&T.P. 1,001,291 1,004,135 D. 2,844 0. 
Cleve., Ak. & C.. 183,357 182,520 I. 1,437 0. 
Denver & R. G.. 2,215,814 2,124,779 I. 91,035 4. 
Denver & R. G. 

Western ....... 241,746 305.129 I. 36,617 12.0 
tv. & T. Haute . 281,872 282.008 D. 136 7 
Ft. Worth & D.. 153,666 L D®. 39,645 20.5 
Grand Trunk.... 6,024,277 6,7 2 D. 699,275 104 
Gulf, Col. & S. F. 459,326 644,971 D. 185,645 28.8 
Illinois Ceutra’— 

Ill. lines..... .. 2,399,514 I 82,578 3.4 

Southern Div.. 1,657,006 I. 232,514 4.0 

Iowa lines...... 670,349 D. 66,318 99 
Ind.,Bloom. & W 903,604 I 19,852 2.2 
Kansas City. Ft. 

Scott & Gulf... 1,061,676 962,039 I 99,637 10.4 
Kan. City, Spr. & 

ae 722,636 527.886 I 294.750 69.0 
Marg., H. & O.. 160,230 199,627 D. 39,397 19.7 
Mexican Central. 1,587,756 1,132,155 I. 455,601 40.2 
Nash., UC. & St. L. 879,518 983,224 D. 103,706 10.5 

Net earnings... 299,149 411,410 D. 21,261 29.5 
N. O. & Nor’east. 291,595 161,679 I. 129,916 80.2 


N. Y., Chicago & 

OSE EE. 
N. Y., Ont. & W.. 
St. L., A. & T. H.: 


1,307,254 


667,215 


29,599 


1,277,655 1. 2. 
D. 10,396 Li 


677,611 












Main Line..... 469,318 581,488 D. 112,170 19.3 

Belleville Line. 297,968 333,479 D. 35,511 107 
St. L.. Ft. Scott & 

Wichita.. .... 227,767 189,772 I. 37,995 19.9 
St. P.,.M. & Man. 2,629,470 2.972.786 D. 343,316 11.6 
Vicks. & Mer..... 72,930 194,413 D. 21,483 11.1 
Vicks., Shreve & 

Pacific........ 132,814 50.036 I. 82,778 165.5 
Wab.,St.L.& P. 5,956,62 6,274,536 D. 317,912 5.1 
Wis. Central. . 566,879 582,601 D. 15,722 By f 

Four months to April 30: 

Bur., C. R. & No. $944.082 $850,752 I. $93,330 10.9 

Net earnings... 256,510 251,601 I. 4,909 1.9 
Des M. & Ft. D.. 114,168 107.348 1. 6,820 6.4 

Net earnings... 25,157 28,248 D. 3,091 11.0 

Month of March: 

Gal., Har. & San 

BEscsktecacuess WES! = =—sisaaeesS- = eagmasies 

Net earnings... Pe" — (wwe 
Louisiana West.. Spee.” © “Lieatens 

Net earnings... Si a ee ae Ske 
Tex. & N. Orl’ns. Le —~ coavwnasd, 2” Seedt ees 

Net earnings. . ee, ASsivsaaey “ inane 

Month of April: 

Bur.,C R. & No. $245,457 $217,576 I $27,881 12.8 

Net earnings... 80,463 71,775 I. 8,688 12.1 
Des M. & Ft. D.. 28,415 28,069 I. 346 1.2 

Net earnings... 3,317 6,162 D. 2,845 45.9 

Month of May: 

Ala. Gt. South.. $68,224 $88,543 D. $20,319 22.8 
Cin., Ind.,St.L & 

| aa 191,475 205,195 D. 13,720 6.7 
Cin., N. O. & T. P. 187,246 219,147 D. 31,901 145 
Cleve., Ak. & Col. 40,494 40,255 I. 239 OG 
Denver & R. G. 478,820 SeLsié D. 42,996 8.2 
Denver & R. G. 

Western ....... 78,445 74,524 I, 3,92L 5.2 
Ev. & T. Haute.. 59.470 60,018 D. 548 0.9 
Ft. Worth & Den. 42,400 64.400 D, 22,000 34.2 
Grand Trunk.... 1,094 198 1,227,003 D. 132,805 10.8 
Gulf, Col. & S. F. 102,254 133,637 D. 31,383 23.4 
Illinois Central— 

Ill. lines. = 507,585 504,753 I 0.5 

Southern Div.. 309,419 284,056 I. 5.4 

Iowa lines .. 124.800 134,352 D. 7.1 
Ind., Bloom. & W. 160,606 173,085 D. 4.2 
Kansas City, Ft. 

Scott & Gulf... 198,036 196,290 I. 0.9 
Kan. City, Spr. & 

OM esc. wawckes 130,882 131,296 PD, 0.4 
Marg. H.& O.... 75,900 111,618 D. 31.9 
Mexican Cent.... 319,700 274,007 I. 16.7 
Nash., C. & St. L. 167.495 190,751 D. 23,25) 12.2 

Net earnings... 5,969 85,319 D. 79,359 93.0 
N.O. & Nor’east. 49,900 28,475 I 21,425 76.0 
N. Y., Chicago & 

pre 232 349 221,769 I 10.580 4.8 
N. Y., Ont. & W.. 149,045 163.126 D. 14,081 8.6 
St. Jo. & West... 63,081 95,248 D., 32,167 33.8 
st. L., A. & T. H.: 

Main Line. .. 84,395 104,847 D. 20.452 19.5 

Bellev.lle Line. 45.548 55.416 D, 9,868 17.9 
St. L., Ft. Scott 

& Wichita...... 58,669 33.630 [. 25,039 745 
St. P., M. & Man. 488,317 621,167 D. 132,850 21.4 
Vicks. & Mer.... 25,200 30,83L D. 4.931 16.0 
Vicks , Shreve. & 

PAPERS 21,500 5.614 T. 15,886 282.9 
Wab., St. L & P. 1,669,075 1,202,632 D. 132,957 11.1 
Wisconsin Cent.. Speirs heise - whothoes eaur 

First week in June: 

Chi. & Alton .... $129,948 $166,792 D. $36,844 22.1 
Chi. & East. Ill 30,433 80,198 I, 237 08 
Chi. & Nor’west. 436,200 496,100 D, 59,800 12.1 
Chi., St. P., Min. 

& Omaha.... .. 109,500 112,500 D. 3,000 2.6 
Cin., Ind., St. L. 

2 oe 44,001 44,463 D. 462 1.0 
Det., Lan. & No. 20,647 23,551 D. 2,904 12.1 
lilinois Central... 204,900 182.081 I 22,819 12.5 

Iowa lines.. 29,900 29,484 I. 416 1.4 
Louisv. & Nash.. 244.720 241,535 I. 3,185 1.3 
Mi! & Northern. 11,090 10,934 I. 156 1.4 
Peoria, Dec. & E. 10,358 11,825 D. 1467 12.3 
Roch. & Pitts.... 24,082 26,077 D. 1,995 7.7 


Weekly earnings are usually estimated in part, and are 
subject to covrection by later statements. The same remark 
applies to early statements of monthly earnings. 

Coal. 


Coal tonnages for the week ending June 6 are reported as 
follows : 


1885. 1884 Inc. or Dec. P.c. 
PI RIID 6 i655 coc a's ces 617,691 96,895 I. 520.796 Sank 
Eastern bituminous..... 194.724 206.081 D. 11,347 5.5 
esas Taide abies 4x4 ine 47,272 57,981 D. 10,709 18.5 


Anthracite tonnage compares with a week of total suspen- 
sion last year. 

Clearfield and Cumberland shipments keep up well, but the 
other bituminous districts are light shippers, as they have been 
for several months past. 

The coke districts continue to show light shipments, and 
there has been a decrease in nearly every week this year. 

The shipments of coal from the mines below Kanawha 
Falls, on the Great Kanawha River in West Virginia, have 
been as follows, in tons, for the year ending June 30 for three 
years: 





By rail. By river. Total. 

Ar een oe agne 265.266 385,148 650,414 
DME Ss Scocuhsiceba. sicuedsces 531,610 614,818 1,146,428 
DPR riS esr “se sh-gecatane 482,367 736,843 1,219,210 
Total, 3 years .... . ........1.279,243 1,736,809 3,016,052 


The increase in the river shipments was due to the improve- 


| 
| 
| 
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ment of navigation by a system of dams and locks. The 
figures are from the report of the United States Engineer in 
charge of the improvement. 

Anthracite coal tonnage for May and the five months to 
May 31 is given by Mr. John H. Jones, the Official Account- 
ant, as follows, the statement including the entire production 


| of anthracite coal, excepting that consumed by employés and 


for steam and heating purposes about the mines : 







-———--May.——_— — —Five months .—, 
1885. 1884. 1885. 1884. 

| Phila. & Reading.... 941,285 979.044 3,792,346 3,998,843 

Lehigh Valley....... 464,583 487,529 1,884,639 2,204,599 
Del. Lack. & West- 

ee Ce ee ae 325.786 442,265 1,535,305 1,£96,629 

Del.& Hud.Canal Co. 761 292,161 1,055.551 1,215,939 

Pennsylvania R. R.. 287,809 268,612 1,267,654 1,167,511 

= Coal Co. 103,775 123,455 452,034 50€,141 

N. Y., L. E. & W..... 52,767 35,076 213,761 140,412 

Tota)............. 2,439,766 2,628,142 10,211,290 11,130,074 


Decrease for the month, 188,376 tons, or 7.2 
for the year, 918,784 tons, or 8.3 per cent. 

The division of the tonnage compares with last year and 
p> wale allotment fixed by the agreement for this year as 
follows: 


per cent. ; 





Allotment. 1885. 1884 

Philadelphia & Reading............ ... 38.85 37.1 35.9 
eee 19.€0 18.5 19.8 
Delaware, Lackawanna & Western. 16.05 15.0 170 
Delaware & Hudson CanalCo.......... 11.00 10.4 10.9 
Pennsylvania Railroad Co.............. 8.00 12.4 10.5 
Pennsylvania Coal Co............ .. 5.00 4.5 4.6 
New York, Lake Erie & Western...... 1.50 2.1 1.3 
OME © Sols dc CsSac isang cedleee ....100.00 100.0 100.0 


The stock of coal on hand at tidewater shipping points, 
May 31, 1885, was 525,641 tons; on April 30, 1885, it was 
420,564 tons; increase, 105,077 tons, or 19.9 per cent. dur- 
ing the month. 

For the five months to May 31, the Tennessee Coal, Iron & 
Railroad Co. shipped from its mines 67,590 tons of coal and 
40,902 tons of coke. 

Cumberland coal shipments for the week ending June 13 
were 49,472 tons. Total to June 13, this year, 1,166,746 
tons; last year, 1,166,758; decrease, 12 tons. 

Pennsylvania Railroad coal tonnage for the week ending 
June 13 was: 








Coal. Coke. Total. 1884. 
Line of road......... 138,327 43.915 182,242 199,468 
From other lines 70,609 225 70,834 67,520 
Le 208.936 44.140 253,076 — 266,988 
Year to June 13.... . 4,804,446 1,120,084 5,924,520 5,910,059 
Decrease for the week, 13,912 tons, or 5.2 per cent. ; 


increase for the year, 14,461 tons, or 0.2 per cent. 
Cotton. 


Cotton movement for the week ending June 12 is reported as 
follows, in bales : 


Interior markets; 1885. 1884. Inc. or Dec. P.c. 
ee 4,851 5,252 D. 401 7.6 
Shipments... ...... 9,091 11,006 D. 1,915 17.4 
UN DR oa Gi 500d cccrcnerne 47,701 50,355 D. 2,654 5.3 

Seaports : 

DN ct. sh eses. «ncane dines 4,729 8,409 D. 3,680 43.8 
Exports..... reer ee eS 197 0.7 
Stock, June 12... ...... ... .385,756 424,727 D, 38.971 9.2 


The total shipments from plantations for the cotton year 
(from Sept. 1) to June 12 are estimated at 5,588,824 bales; 
the decrease, as compared with last year, is 27,130 bales, 
the decrease from 1882-83 is 1,289,927 bales and the increase 
over 1881-82 is 310,337 bales. 

Trunk Line Presidents’ Meeting. 

The meeting of the trunk line presidents in New York, June 
12, adjourned without any decisive action on the question of 
maintaining or increasing rates. It was decided, however, to 
continue the nominal existence of the west-bound freight 
pool until July 1 next, pending negotiatious which may pos- 
sibly result in a reorganization or in the formation of a new 
pool. The proposed new passenger pool was discussed and 
some of its features approved, but final action was postponed 
until the adjourned meeting. 






New Hampshire Passenger Rates. 

The maximum charges for passenger traffic on the various 
railroads operated in whole or in part in New Hampshire 
have been fixed by the Railroad Commissioners as follows: 
Upon the Ashuelot, Boston & Maine, Dover & Winnipiseogee, 
Eastern, Manchester & Keene, Nashua, Acton & Boston, 
Peterboro, Portsmouth & Dover, Portsmouth, Great Falls & 
Conway, West Amesbury Branch, Wilton and Wolfeboro, 3 
cents per mile; upon the Cheshire and Sullivan County, 31 
cents; upon the Concord & Claremont and Northern, 344 
cents; upon the Monadnock and Worcester, Nashua & 
Rochester, 4 cents; upon the Atlantic & St. Lawrence 
and Whitfield & Jefferson, 5 cents; upon the Peterboro 
& Shirley, 2's cents; upon the Concord; Concord & Ports- 
mouth; Manchester & Lawrence; Manchester & North Weare 
and Suncook Valley, 2.9 cents; upon the Boston, Concord & 
Montreal—between Concord and Woodsville 3!¢ cents, be- 
tween Woodsville and Fabyan’s, and between Woodsville 
and Groveton, 5 cents ; between Fabyan’s and base of Mt. 
Washington, $1; upon the Portland & Ogdensburg, 5 cents, 
and between Bemis’ and Crawford’s, $1; upon the Mt. Wash- 
ington, $1; upon the Profile & Franconia Notch, 15 cents, 

A charge of 10 cents may be added to the fare of any pas- 
senger when the same is paid upon the cars, if the ticket 
might have been procured within a reasonable time before 
the departure of the train. Children under 12 years of age 
shall be carried for half-price, but no road shall be required 
to carry a passenger for less than 10 cents. 

Southwestern Railway Association, 

A meeting of this Association was held in Chicago, June 12, 
all the roads being represented. The notice of the Missouri 
Pacific’s withdrawal from the Memphis line agreement with 
the Fort Scott road was considered and referred to a com- 
mittee, which was instructed to confer with the General 
Manager of the Fort Scott road in order to secure a defini- 
tion of the relations between that road and the Association. 
Another committee was appointed to consider generally the 
relations of the Association with connecting roads west of 
the Missouri River. There was also a discussion in regard to 
the rules in relation to free delivery of freight to consignees, 
and this subject was also referred to a committee. The ques- 
tion of rates at which business to the East should be pooled 
was discussed, as was also the recent awards in the Jumber 
01. Some dissatisfaction was expressed with the award, 
but no action was taken. 


Chicago-Ohio River Pool. 
The Executive Committee of this Association held a meeting 
in Chicago last week, in which there was considerable dis- 
cussion as to the effect of the demoralization of Eastern and 
Southern rates upon rates in the territory covered by this 
Association. A committee was appointed to consider whether 
any action should be taken. Resolutions were adopted pro- 
viding that tickets should not be sold ovr, or received from, 
any connecting line of which any portion was for passage 
between points in this pool. It was also resolved that the 
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roads in the Association will not be parties to any through 
freight rates on traffic between points governed by the pool 
if any portion of the same be over a not in the pool, un- 
less the pool road carrying such freight shall receive full 
local rates. These resolutions were adopted to cover some 
cutting of rates which has been attemp' by the Chicago & 
Atlantic and one or two other roads not in the pool. 


Transcontinental Traffic Association. 

A meeting of the Association was held in Chicago, June 12, 
with a pretty full representation. The object of the Associa- 
tion was to discuss the division of business, all the lines being 
more or less dissatisfied with the arbitrators’ award. The 
Atchison, Topeka & Santa Fe has already given notice of 
withdrawal, and the Central Pacific has declined to abide by 
the award. After some discussion it was agreed to submit 
the matter to a committee to prepare a general plan for 
future division of traffic. The members of the committee 
were Messrs. T. F. Oakes, J. C. Stubbs, T. L. Kimball and 
J. F. Goddard. The Association then adjourned to await 
the report of the committee. 

On the following day the committee reported that they had 
failed to agree, and suggested that the only course to be 
taken was to submit the subject of the new award to the 
presidents of the various lines. The meeting then adjourned 
pon ia to communicate with the presidents by tele- 
graph. 








RAILROAD LAW. 


Liability for Wrongful Act of an Emplose. 


In the case of Graves against the Texas & Pacific Co., the 
Texas Supreme Court holds as follows : 

Where a railroad contracts for the safe transportation of a 
passengei, and such passenger has inflicted upon him wrongs 
and injuries by the servant of the company, though the servant 
at the time be acting beyond the scope of his authority, such 
company will nevertheless be liable on its contract for actual 
damages arising from the infliction of such wrongs and in- 
juries. The acts of the servant must have been consented to 
or subsequently ratified in order to justify the recovery of ex- 
emplary damages. When all the facts and circumstances of 
the wrong done is brought home to the knowledge of the com- 
pany, a retention of the servant in its employ will amount to 
a ratification. 


Injury to Live Stock—Conditions on 
Lading. 


In Railway Co., appellant, against Hester and others, ap- 

pellees, the Texas Supreme Court holds as follows: 

Plaintiffs below (appellees) obtained a against a 
ellant for damage to cattle shipped from B. toS. Upon the 
uestion of negligence the court charged: If you believe from 

the evidence that plaintiffs loaded the said cattle on the cars; 
that they overloaded the cars, and that the same was an act 
of negligence on the pe of plaintiffs, you will find no dam- 
ages in consequence of the injuries such cattle may have sus- 
tained by reason of such overloading. Held, error, because 
it makes the liability of the defendant depend upon the ques- 
tion whether the plaintiffs were negligent in their own busi- 
ness. Railroads in this state are regarded as common car- 
riers, and the statute provided in effect that they shall not 
limit their liability as it exists as common law by inserting 
exceptions in bills of lading, or in any other manner what- 
ever, ‘‘and no special agreement made in contravention of 
the foregoing provisions of this article shall be valid.” In 
substance the contract in this case obligated the appellees, as 
a condition precedent to the right torecover damages, to give 
notice in writing of their claim therefor to some office of the 
appellant or its nearest station agent, before removing the 
stock from the place of destination (S), and before they were 
mingled with other stock. Held, that the condition did not 
contravene with the statute. 

The decision of the lower court is reversed and the case 

remanded. 


Bill of 








OLD AND NEW ROADS. 





Baltimore & Ohio.—The Railroad Committee of the 
Philadelphia City Council has decided to refer the plans sub- 
mitted by this company for its entrance into the city toa 
committee of three engineers. Messrs. Douglas, of the Balti- 
more & Ohio; Smedley, Chief City Engineer, and Col. Ludlow. 
Or in the event of Col. Ludlow being unable to act, a third 
party to be agreed upon by Messrs. Smedley and Douglas. 
The engineers are to make a report, which was to be sub- 
mitted to the Council June 19 for action. 

A small strike occurred June 14, on the Central Ohio Divis- 
ion, the freight brakemen having left work on account of 
an order reducing the number of brakemen on freight trains 
from three to two. Thestrike continued for a couple of days, 
during which all freight movement was suspended, and mat- 
ters were then arranged. 


Boston & Lowell.—The Concord (N. H.) correspondent 
of the Boston Advertiser writes of this company’s plans and 
intentions as follows: ‘‘The Concord naturally opposes the 
control of the northern lines by the Lowell, which puts the 
Concord at both ends in the Lowell’s hands. At present thev 
are indispensable to each other, but the Lowell managers 
have great ambitions, which make the Concord managers 
uneasy. Naturally, the Concord would come into the Lowell 
system, but the men who control it take pride in maintaining 
their independence, and will do it as long as they can keep up 
their 10 per cent. dividends. But if the Lowell once 
secures control of a complete line from Montreal to Boston, 
save for the strip between Concord and Nashua, it would hold 
over the Concord the threat of paralleling its track. 

‘*By the Central Vermont, and in a lesser degree the 
Cheshire, each acquisition by the Lowell is regarded only as 
a step in securing its own Montreal line, of course to their 
disadvantage. The Lowell now runs jn connection with the 
Central Vermont, but it intends to be independent. By re- 
cently securing the St. Johnsbury & Lake Champlain, the 
Lowell reaches Rouses Point and a Grand Trunk connection 
over its own lines, and also needs only a link of a few miles 
from a point on the St. Johnsbury & Lake Champlain to 
unite it to the Southeastern and thence to Montreal without 
the necessity of using the Passumpsic road. The connection 
is already surveyed. The Southeastern is in the market, and 
the Lowell is working toward its purchase with the intention 
of carrying out Bradley Barlow's scheme of a line from Mon- 
treal to Boston, in opposition to the Central Vermont, and 
working rather in sympathy with the Canadian Pacific than 
with the Grand Trunk, unless the latter should change its 
relations to the Central Vermont. 

‘“The Lowell officials re the leasing of the Boston, 
Concord & Montreal and Northern roads as only a step in 
their ambitious plans, which are so comprehensive that the 
other corporations.are quick to take fri, it and unite to put 
impediments in their way. * * * In the territory covered 
by the roads leased to the Lowell, the general opinion seems 
to be favorable to the change. Better train facilities, rolling 
stock, faster time and connections, lower rates for passengers 
and freights, have been the result of the consolidation. The 
people who do not care who controls a road so long as it is 
run for the benefit of those who patronize it, would be sorry 





to see the Lowell combination broken up, and glad if the 
Concord could be merged in it.” 


Brooklyn Elevated.—This road is now completed to 
East New York, 114 miles beyond the recent terminus at 
Gates avenue and Broadway, in Brooklyn, N. Y., and 6!4 
miles from the Brooklyn Bridge. Trains are run to the new 
terminus. 


Buffalo, New York & Philadelphia.—The freight 
trainmen on this road at Stoneboro, Pa., and one or two other 
points, struck June 13 on account of a reduction of 25 per 
cent. in their w: , ordered by the Receiver. They also de- 
mand the immediate payment of the back-wages due them. 


Bureau & Northeastern.—This company has filed 
articles of incorporation in Illinois to build a railroad from a 
point in Bureau County northeast through La Salle, Lee, 
Ogle, De Kalb, Boone and McHenry counties to the Wiscon- 
sin line, the distance being about 90 miles. The principal 
office is to be in Chicago. 


Canadian Pacific.—At the annual meeting in Montreal, 
June 13, the mean showed that of the $65,000,000 
of stock $40,000, was held in England, $15,000,000 in 
Canada and $10,000,000 in the United States. The track 
will be completed by the end of September, there being only 
203 miles in British Columbia yet to finish. At the in- 
ning of next spring the company will have 4,000 miles of the 
in operation, with adequate terminal facilities. 

The floating indebtedness amounts to $6,895,401, of which 
$4,702,000 has been created during the past year by the pur- 
chase of rolling stock and the providing of elevating and 
terminal facilities, and on these a further expenditure of 
$5,045,000 is to be made. This will be provided for out of 
the sale of $15,000,000 of bonds. The balance will suffice to 
complete the work in accordance with the terms of the con- 
tract, and the assets of the company will then exceed the 
liabilities by $110,000,000, placing the value of the land at 
$2 per acre. 

hen the road is completed and operated throughout, the 
fixed charges will amount to $3,000,000 annually. Last 
year the net earnings amounted to $1,191,900, and the first 
four months of this year showed an increase over the same 
eae of last year by $922,104, and it is expected there will 
a net profit this year of $2,500,000, and in the year follow- 
ing the completion of the line a gross traffic of $12,000,000 is 
expected, and a net revenue of $3,500,000, more than $500,- 
000 over all fixed charges. 


Central of New Jersey.—A meeting of the board was 
held in New York, June 12, to consider the recent proposition 
of the Baltimore & Ohio for a traffic agreement. At the re- 
quest of the representatives of that company, however, 
action was med until the question of the Baltimore & 
Ohio road’s entrance into Philadelphia is settled. 


Central Transportation Co.—The new management 
of this company chosen last month has discovered that J. W. 
Cottringer, late Secretary and Treasurer, has made an over- 
issue of stock to the amount of 4,000 shares. The fravd ex- 
tends back over 2 number of years, and the fraudulent stock 
was sold and the money pocketed. The amounts required to 
pay the dividends on this fraudulent stock were raised by 
the issue of more shares. Cottringer has been arrested and 
has confessed his guilt. 

The directors of the company had another conference with 
Mr. George M. Pullman this week in relation to the pro 
change in the lease of the company’s property to the Iman 
Palace Car Co. The results of that conference, however, 
have not been made public. 


Chattanooga & Western.—Subscriptions have been 

secured to an amount sufficient to warrant this company in 

inning work on its road from Chattanooga to the coal 
fields of Walden’s Ridge in East Tennessee. 


Cincinnati, Hamilton & Dayton.—The Hafer suit, 
to prevent the Erie Co. and Mr. Jewett from voting on the 
so-called pooled stock, which was recently transferred from 
the Ohio courts to the United States District Court, came up 
before the last-named court on June 15, and that court at 
once made an order yer yd suit to the Ohio Superior 
Court, on the grounds that both Mr. Hafer and Mr. Jewett 
were citizens of Ohio, and the state court, therefore, had 
‘full jurisdiction. Notice of an appeal from this order was 
given. 

The annual gece | was held June 16, when the stock in 
dispute was not voted on. The stock voted by the outside 
holders, however, re-elected the Jewett board of directors, so 
that the management continues unchanged. The Hafer suit 
has gained its object in keeping the road this year out of the 
control of the new Erie management. 


Cincinnati, New Orleans & Texas Pacific.—It is 
stated that this company has made arrangements for chang- 
ing the gauge of all its lines from 5 ft. to standard during the 
present year. 

Connotton Valley.—Quite a contest is in progress over 
the control of the reorganization of this company, and both 
parties are asking bondholders for their proxies. The leaders 
are Mr. A. N. Parlin, of the bondholders’ committee, and Mr. 
H. A. Blood. The Blood party intend, if they gain control, 
to build the extension of the road to Zanesville, while the 
Parlin party favor a more conservative course. 


Dallas & Northwestern.—A survey of this projected 
road is to be begun at once, and the directors of the company 
state that the intention is to let contracts for 40 miles of the 
road from Dallas as soon as the line can be located. 


Deadwood & Redwater.—It is said that work will 
soon be begun on this road, which is to be a narrow gauge 
line runping from Deadwood, Dak., to Redwater, a distance 
of 50 miles. It was first projected several years ago. 


Delaware & Hudson Canal.—The examination of the 
locomotive engineers and firemen on this company’s lines for 
color-blindness, concerning which there was some excitement 
a short time ago, has been completed on nearly all the divis- 
ions of the ry aie lines. In all 292 men were examined, 
and it is stated that all have passed the test satisfactorily 
with the exception of five or six, who are to be re-examined 
under the agreement. 

This company has sold to Kuhn, Loeb & Co., of New York, 
ata price not stated, $2,000,000 Albany & Susquehanna 
consolidated 6s, The proceeds are to be used to retire the 
second-mortgage bonds maturing in October. 


Denver & Rio Grande.—The strike of the shopmen on 
this road is at an end, having failed entirely, and the strikers 
have been obliged to give way at all points, leaving the Re- 
ceiver entirely in command of the situation. 


Dubuque & Northwestern.—This Company has let con- 
tracts to the Minnesota Loan & Debenture Co. for the construc- 
tion of its road from Dubuque, Ia., northeast to a junction 
with the Minnesota & Northwestern road. The two lines are 
to be consolidated when —> forming a continuous 
road from Dubuque to St. Paul. 


Fargo & Southern.—It is said that this road will be ex 
tended this x from the present terminus at Ortonville, 
Minn., southward to Flandreau, Dak., about 85 miles. 





Fort Worth, Waxahachie & Sabine Pass.—Sur- 
veys have already been begun for this new road, and it is the 
intention of the company to let contracts as soon as possible 
for the grading of the line from Fort Worth to Waxahachie. 


Fremont, Elkhorn & Missouri Valley.—Track- 
laying on the extension of this road westward from the old 
terminus at Valentine, Neb., has reached Gordon, 90 miles 
from the starting point. There are 60 miles more nearly or 

uite graded, extending to White River, and it is expected 
that the track will reach that point early in August. The 
—— have completed the location of the line for 100 
miles westward from White River, which carries the road 
to a point in northeastern Wyoming near the headwaters of 
the Niobrara River. It is not known when contracts will be 
let for the grading of this extension. 


Grand Trunk.—This company’s statement for April 
and the four months to April 30 isas follows : 


———April.—_—— -——-Four months,——, 

1884. 1884. 1885. 1884, 
Earnings. ......... £245,473 £265,478 £947,489 £1,069,157 
Expenses.... ...... 185,264 195,638 768,983 809,450) 





Net earnings..... £60,209 £69,840 £178,506 £259,707 

For the four months the gross earnings decreased £121,- 
668, or 11.4 per cent., and the expenses £40,467, or 5.0 per 
cent., the result being a decrease of £81,201, or 30.8 per 
cent., in net earnings. 

For the four months the operations of the controlled lines 
west of Detroit were as follows : 
Det. G. H. & M.—. 





1885. 1884 1885. 18-4. 
Earnings............ £189,202 £202,620 £65,848 £74,068: 
Expeases........ ... 164,297 169,296 53,945 60,856 
Net earnings... ... £24,905 £33,324 £11,903 £13,212' 


The Chicago & Grand Trunk shows a decrease in gross 
earnings of £13,418, or 6.6 per cent., and in expenses of 
£4,999, or 2.9 per cent., leaving a decrease in net earnings of 
£8,419, or 25.3 per cent. The Detroit, Grand Haven & Mil- 
waukee lost in gross earnings £8,250, or 11.1 per cent., while 
the expenses were reduced £6,911, or 11.3 per cent., the re- 
sult being a decrease of £1,309, or 9.9 per cent., in net earn- 


ings. 

Bass os boon begun by the International Express Co. to 
compel this a to carry its freight and messengers 
between Portland, Me., and Lewiston. The Court ted 
the order compelling the company todo as asked, holding 
that a railroad company cannot discriminate in favor of 
itself. It has a right to do express business, but must grant 
equal privileges in the transportation of freight and of mes- 
sengers in charge of such freight to other parties. 


Indianapolis, Decatur & Springfield.—It is stated 
that the reorganization is progressing favorably, and more 
than a sufficient number of the second-mortgage bondholders 
have assented to the plan proposed and signed the agreement. 
The committee named thereon have had their first meeting. 
Of the $2,778,000 outstanding, $2,009,000 have assented to 
the A yes of reorganization. A notice will shortly be pub- 
lished to bondholders requesting the deposit of second-mort- 

e bonds in one of the New York trust companies to be 
Rosendber designated. Holders of $1,419,000 first-mortgage 
bonds bave funded the April and October coupons in accord- 
ance with the proposition made by the company April 1. 


International.—A bill has been introduced by the gov- 
ernment in the Dominion Parliament giving this company a 
subsidy of $250,000 per year for 20 years, or a guarantee of 
that sum as interest on the bonds of the company. The line 
is to connect Quebec with St. John and Halifax by way of 
Moosehead Lake and Mattawamkeag. 


Kansas City & Southwestern.—The voters of Cow- 
ley County, Kan., have voted to issue $100,000 in county 
bonds in aid of the construction of this road. Work was com- 
menced recently at Beaumont, Kan., on the St. Louis & San 
Francisco road, on the line from that place by way of Win- 
field and Arkansas City to the Indian Territory in Sumner 
County. A considerable force is employed and the company 
reports 10 miles graded and 3 miles of track laid from Be au- 
mont. 

Kentucky Union.—This company now has track laid 
from Hedges, on the Chesapeake & Ohio road, to Clay City, 
a distance of 14 miles. gy is in progress from Clay 
City southeast to Campton, in Wolfe County, a distance of 
20 miles, and work will soon be begun on the line from 
Hedges northeast to Paris, about 20 miles more. 


Knox & Lincoln.—This company has recently purchased 
1,000 steel rails and a large number of new ties, which are 
to be laid this season. The road is being reballasted at sev- 
eral points and a number of other needed improvements are 
in progress. 

Louisville & Nashville.—It is understood that the 
recent improvement in the company’s financial condition will 
enable the managers to make arrangements for changing the 
gauge of the road from 5 ft. to standard this year. The 
change was in effect decided on some time ago, and the only 
thing that delayed it has been the expense, the present man- 
agement not having seen its way clear to pay out the sum 
needed to make the change. While the change was con- 
sidered highly desirable, it was not a matter of such pressing 
importance as to compel the company to borrow money on 
disadvantageous terms, 


Maine Central.—Surveysare in progress for an extension 
of the Mt. Desert Branch eastward through the shore towns 
to Calais and Eastport. This is the line projected some years 
ago for the Maine Shore Line road. 


Mexican Central.—The operations of this road for the 
month of April and the four months to April 30 make the 
following showing : 





April. Four months. 

Ne OE, on iiss, sdacncsconnvenrs $308,391 $1,270,247 
SDs snas ics. 00cd2ss2pnbvese aenass - 171,515 665,708 
ee $136,876 $604,539 
Es onedbdbacee scho0000 chun nesadmeeten 91,941 365,633 
IDL... nce cvcer ied, norsk $228,817 $970,172 
United States currency ... ........-.+..- 196,129 831,576 
Ro hs ines snes dene scncscncione ones 150,000 600,000 
I ivcinn ty teniun dxiviesa ean iten $46,129 $231,576 


The interest charged is the full proportion of the yearly 
charge. The earnings and expenses are in Mexican currency, 
which is reduced to United States currency in the lower lines 
of the table. 


Mexican Meridional.—The concession owned by the 
Mexican Meridionial Railroad Co. has been declared null and 
forfeited by the Executive, because said company has not 
complied with the terms of its concession. 

The Department of Public Works on May 14, 1883, entered 
into a contract with Mr. Ramon Fernandez, as attorney in 
fact for Messrs. Ulysses 8. Grant and Jay Gould and on be- 
half of the Mexican Oriental, Interoceanic & International 
Railroad Co. and the Mexican Southern Railroad 
whereby the concessions granted to both companies 
were fused into one, denominated the Mexican Merid- 
ional Railroad Co. which would be governed thereafter by 
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the provisions of the law of June 6, 1881. This contract was 
approved by decree bearing the same date, and was promul- 
gated on May 26. 

Under the law which governed the reformed concession, 
the company was to build 250 kilometers of road in the first 
two years, and 200 in each subsequent two-years period, the 
penalty for non-fulfillment of this condition being the for- 
feiture of the concession, Congress has been compelled, un- 
der the law cited, to declare the concession forfeited, and the 
government thereby gains the sum of $50,000 deposited by 
the railroad company in the Monte de Piedad asa guarantee 
of good faith. 


Mobile & Ohio.—This company, it is said, is making 
arrangements to change its gauge from 5 ft. to standard 
during the present year, possibly this fall. The change, it is 
believed, will help the road in doing away with the present 
difficulty of transfer of freight to and from its northern con- 
nections. 


New Brunswick.—A bill has been introduced in the 
Canadian Parliament granting a subsidy for the extension of 
this road from Edmonton, x B., by way of Lake Mada- 
waska, and; the Temiscouata settlements to Rivitre du Loup, 
P. Q., where it will connect with the Intercolonial road. The 
subsidy is $6,640 per mile, the total amount not to exceed 
$498,000. 


New York Central & Hudson River.—This company 
is putting ina track tank near Palatine Bridge, from whic 
the locomotives of the fast train can take water without 
stopping. 

New York, Chicago & St. | ouis.—The following 
statement of gross earnings of this road comes from Cleve-- 
land : 


1885. 188. Inc. or Dae. P.c 
A ee $279 354 $247,247 2.107 13.0 
Pebruaey.... ss 247,480 293,212 D. 45,732 157 
OE vibe. aac ont 292,816 264.427 I. 28.389 107 
BPCE nc cccensases, mee 251,000 : A 4.255 7 
SOP. oaans she acces 232,349 221,769 I. 10,580 4.8 





Five mouths....$1,307,254 $1,277.685 I. $20,589 92.3 
This statement is apparently official. The large loss in 
February is due to snow blockades this year. 


New York, Lake Erie & Western.—The Commercial 
and Financial Chronicle says: *‘The following facts which 
have been obtained from official sources regarding the Erie 
car trusts will prove of interest. The trusts aggregated, in 
principal and interest, $13,729,777, and were distributed 
over a period of 15 years, from 1878 to 1892, and those 
which are not yet paid are as follows: 


| 





Fiscul years. Principal. Interest. Total. 
WOT adh dnennccsse came’ ee $876,400 $325,200 $1,201,200 
Ws de Sacscdicnseton etave 822,000 275,070 1,097,070 
DOE dadithkwcasy SEpioibacns 822,000 225,750 1,047,750 
a erg re 822,000 176.430 998,430 
Re enka casmistomnaencaes 822,000 127.110 949 110 
See per 718 000 78,000 796,0 
BONER 3 anuc bane aparece. 524,000 38,250 562,250 
RUUD. Fo cGRcekcottenccccsss |. ee 9,570 269,57! 

Oia as SS eesetaces $5,666,000 $1,255,380 $6,921,380 

** All payments were regularly made up to Noy, 1, 1884, 


and included the full amount of principal and interest of 
series A and B of the car trust of New York. After much 
negotiation with the representatives of these remaining 
trusts, designated as series C, D, E, F and G, the company 
made the following proposition, which up to the present time 
has been accep by about 80 per cent. of the holders, 
namely : That instead of making the payments of principal 
as originally a the company would make no payment 
for the year 1885, but would pay 1 per cent. each for 1886 
and 1887, 2 per cent. each for fs8s and 1889, and thereafter 
pay not less than 5 per cent. each year, with the option of 
increasing that sum should the company so elect ; to pay the 
interest regularly when due, reducing the rate on series F 
and G, however, from 6 to 5 per cent. Additional assents 
are being daily received, and it is ho that the proposition 
will be unanimously accepted. Under this arrangement 
all ———— of interest are now being paid by the 
company. he, amounts of the above series, F and G, 
are not stated, and cannot be ascertained at the office.” 


New York & New England.—In Hartford, Conn., 
June 16, the Court made an order directing the Receiver to 
yay the coupons due July 1 on the first-mortgage bonds. 

he Receiver stated that the net earnings of the road were 
sufficient to pay this interest. A second order directs the 
Receiver to pay the interest on second-mortgage bonds, num- 
bers from 3,101 to 4,341, inclusive. A large number of these 
bonds have been issued by the Receiver in exchange for car 
trust certificates. 


New York, Ontario & Western.—The bill authorizing 
this company to issue bonds in exchange for its preferred 
stock has been signed by the Governor of New York and has 
now become a law, so that there is no further legal obstacle 
to the issue of the new bonds. 


New York, Pennsylvania & Ohio.—In Meadville, 
Pa., June 15, a bill in equity was filed by James McHenry 
and other stockholders asking for an injunction to restrain 
the trustees from voting on their stock, and also restraining 
the trustees from any further issue of bonds. The usual pre- 
liminary injunction was granted, with an order to joe va 
to show cause on June 23 why the injunction should not be 
made permanent. 


New York, West Shere & Buffalo.—On June 21 the 
trains on this road will cease running to the Pennsylvania 
Railroad station in Jersey City, and from that date trains 
will be run entirely to and from the terminal station at Wee- 
hawken. The connection will be made by two ferries; one 
running to Forty-second street and one to Jay street, and by 
an annex ferry running from Weehawken to Jersey City and 
Brooklyn. Through sleeping cars will still be run in connec- 
tion with the Pennsylvania Railroad as heretofore. 


North Conway & Mt. Kearsarge.—Work is to be be- 
gun on this road at North Conway, N. H., early in July, the 
subscriptions to the stock having reached a sufficient amount 
to justify this action. The road will be 1414 miles in length, 
2 ft. gauge, and will start from the Boston & Maine Railroad 
station in North Conway, following that line to Intervale, 
where it crosses the Portland & Ogdensburg Railroad, thence 
to the base of Kearsarge, through the Chatham Notch and 
around Shingle Knob and Mirror Lake to obtain elevation. 
A horseshoe curve is made around the southeast side of 
Shingle Mountain on to Kearsarge, higher up, across on to 
Bartlett Mountain adjoining, then through Bartlett Notch 
again on to Kearsarge, where the line will circle the cone to 
the summit. The road will be practically on the surface, 
there being very little trestle work. The maximum grade 
will be 265 ft. to the mile, and the sha curves from 27 
to 30°. The bridle path up the mountain will be crossed five 
times, and, as the cars will be sometimes on one and some- 
times on another side of the mountain, there will be a variet 
of landscape views which cannot be excelled from any rail- 
road in the country, 


Northern Central,—This com ’*s 6 per cent. loan of 
#1,490,000 falls due July 1, Fie casper recently gave 





bondholders the option of exchanging their bonds for its 44< 

er cent. consols, the exchange to made at par, bond- 
folders receiving as a bonus three months’ interest on the new 
bonds, which are dated from April 1. The option expired 
June 1, when about $600,000 of the old bonds had been ex- 
changed. The remainder will be paid in cash on the date 
after -naturity. 


Northern Pacific.—The new bridge over St. Louis Bay, 
between Duluth, Minn., and Superior, Wis., will be put in 
use July 1 next. The bridge was completed about a month 
ago, but has not been in use because the connection on the 
Superior side has not been finished. The bridge is owned by 
the Northern Pacific, but will be used also by the Chicago, 
St. Paul, Minneapolis & Omaha, which will run trains into 
Duluth upon it. 

The St. Paul Pioneer-Press says: *‘*‘The contract for the 
erection of the shop buildings of the St. Paul & Northern 
Pacific, at Como, has been awarded to Roland E. Patterson, 
of the contracting firm which erected the company’s round- 
house on its terminal grounds in Minneapolis. He was also 
the successful bidder for the delivery of the stone required 
for the foundations, and took advantage of last winter’s 
snow to deliver the stones at Como. John Woods, of Min- 
neapolis, is the contractor for grading the grounds, and has 
nearly completed the work, The contract for the brick re- 
quired in the construction of the different buildings was 
awarded to Martin Scott and Odilon Duclos, of Little Falls, 
Dak., in January last. The contract covers 3,000,000 brick of 
the color of white and of the same character as the brick 
used by the city of St. Paul for sewer work. The contract 
for the machinery required for the shops was awarded last 
fall to Manning, Maxwell & Moore, of New York. The work 
to be done by Mr. Patterson consists of the erection of the 
following buildings: Wood-working shop, 80 by 172 ft.; 
car-erecting shop, 80 by 172; machine shop, 80 by 90; coach- 
erecting shop, first story, cabinet shop, second story, 80 by 
90; engine house, 26 by 50; boiler room, 50 by 50; shaving 
and dust tower, 16 by 40: coal room, 16 by 50; freight 
repair shed (frame), 70 by 220; office and storehouse, 40 by 
80; blacksmith shop, 65 by 100; paint shop, 150 by 
194; stock room (two stories), 30 by 60; coal platform, 25 by 
100; water tank, 18 ft. in diameter; pump house, 10 by 18: 
brick chimney or smoke stack, 6 ft. in diameter and 125 ft. 
high. 

g The contract calls for the work to be finished by Dec. 1, 
1885. About 200 men are now at work at Como finishing 
up the grading and putting in the foundations. The work is 
in charge of Superintendent of Construction John Boland, 
with A. Z. Merritt as Assistant Engineer. Capt. Merritt 
will be remembered as the gentleman in charge of the con 
struction of the Northern Pacific general office building. The 
location selected for these shops could not be improved upon 
in any manner. They will be easy of access from the ter- 
minal yards in St. Paul and Minneapolis, and also from the 
Minnesota transfer. The grounds upon which the shops will 
be located are amp'y sufficient for all that may be required 
by the growth of the St. Paul & Northern Pacitic, or of any 
lines that may lease its tracks. The expenditures at Como 
this year will not exceed 500,000,” 


North Shore.—A bill introduced by the government in 
the Canadian Parliament, to provide free access to the Board 
of Quebec for the Canadian Pacific road. grants a subsidy of 
$340,000 in addition to a grant already made, the whole 
amount not to exceed $1,500,000, for the purpose of com- 
pleting the connection between the Canadian Pacific and the 
North Shore road at St. Martin’s Junction and of obtaining 
control of the North Shore road itself. The bill provides 
that the purchase of the North Shore line by the government 
shall not be necessary if satisfactory arrangements can be 
made under which the Pacific road shall have full running 
powers over the line, so that its trains can reach Quebec. 


Ohio & Mississippi.—It is stated than an agreement 
has been reached between the Baltimore & Ohio Co, and the 
English stockholders of this company, by whichat the next 
annual election, in October next, four directors will be 
chosen by the English interest. This will give that interest 
a majority in the board, and the road will then be no longer 
under Baltimore & Ohio control, but will be run as an inde- 
pendent organization. As part of the agreement, it is under- 
stood that the relations between the two companies are to be 
friendly, and there is to be an agreement providing for the 
interchange of traffic on a satisfactory basis. 


Old Colony.—This company has completed the second 
track on its northern division from Fitchburg, Mass., to 
Pratt’s Junction, a distance of 9 miles. 


Olmsted Falls & Lake Erie.—This company has 
been organized to build a railroad from a connection with 
the Lake Shore & Michigan Southern at Olmsted Falls, O., 
to a point on Lake Erie near the mouth of Rocky River, a 
distance of about 9 miles. 


Oregon Pacific.—This road was completed about the 
close of last year from Yaquina Bay, Ore., to Corvallis, 
about 70 miles. Very soon afterward, however, it was 
badly damaged by wash outs, requiring a considerable ex- 
penditure for repairs. The repairs were made and the com- 
pany commenced running a mixed train over the road, doing 
a small amount of business. It has not appeared, however, 
that the receipts were sufficient to pay the expenses, and no 
money was forthcoming either to pay the employés of the 
road or the contractors who repaired the damages. About 
the end of April last the employés of the road struck, de- 
manding their back wages, over two months’ being then due 
them, and since that time no trains have been run over the 
line. Shortly after traffic ceased the timbering of a tunnel 
about 500 ft. long was burned out and a portion of the roof 
fell in, entirely blocking the road. To repair this damage 
and pay claims, it is said, will take about $35,000, but the 
company has so far been unable to raise this, and there is no 
present prospect of a renewal of traffic. 


St. Joseph Valley.—This road, which is now of 3 ft. 
gauge, extending from the Michigan Central at Buchanan, 
Mich., northward to Berrien Springs, 10 miles, has recently 
been sold to Mr. W. D. Crane, of Baltimore. Mr. Crane in- 
tends to change the road from 3 ft. to standard gauge and to 
extend it from Buchanan southward to South Bend, Ind., 
about 15 miles. 


Silver Springs, Ocala & Gulf.—The contractors on 
this new road recently commenced work at Ocala with a 
force of 50 men, which has since been increased to 450. The 
work is under the supervision of Chief Engineer N. R. 
Gruell. The line has been surveyed from Ocala, by way of 
Cotton Plant and Blue Spring, and thence through Hernando 
County to the Gulf at Point Pinalisis. The company has the 
necessary funds, and work on the grading is to be pushed as 
fast as possible. 


Southern Pacific.—The Interior Department recently 
submitted to the Attorney General a statement of the facts 
relating to the lease of the Central Pacific road tothe South- 
ern Pacific Co. The Attorney General has now decided that 
the interests of the United States in the Central Pacific Rail- 
road are not affected injuriously by the lease, and that there 
4 wane for the Government to take any steps in the mat- 
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Taylor, Elgin & Bastrop.—This company has been 
organized to build a railroad from Taylor, Tex., by way of 
Elgin, to Bastrop, and construction will be begun as soon as 
the necessary amount of stock is subscribed. 


Texas & St. Louis..—Col. J. W. Paramore, President of 
the company, appears to believe the property will be brought 
out all right in the end, and with this view he and his associ- 
ates are trying to get Judge Pardee to set aside the decree of 
foreclosure of the ‘Texas division, granted several weeks since. 
The arguments for and against setting the decree aside were 
heard June 15, in chambers at New Orleans. On this 
decision depends the order sought in Judge Treat’s Court for 
a foreclosure for the road in Missouri and Arkansas. An an- 
nouncement was made some days since of the failure of the 
readjustment trustees to do anything for the stockholders 
and junior security holders of the Texas & St. Louis Railroad. 
A circular was sent out announcing the impossibility of 
arranging matters and notifying everybody in interest to take 
care of themselves the best way they could at the sales under 
foreclosure of the Texas & St. Louis in Texas, which is to 
take ae on August 4 (unless the order is changed). This 
circular naturally created a great deal of feeling among the 
unprotected security holders, and the time was felt to be 
almost too short to permit anything for their protection being 
done. 

The United States Circuit Court, after hearing the appli- 
cations of R. C. Kerens, an intervening petitioner, aud of the 
trustees under the first mortgage, has refused to suspend or 
stay the sale of the road in Texas, or to vacate the decree of 
foreclosure. The sale will accordingly take place Aug. 4, 
unless'‘an appeal is taken to the Supreme Court. 


Texas Trunk.—This road has been seized by the Sheriff 
to satisfy a judgment of $150,000 in favor of the Dallas Na- 
tional Bank. The road is completed from Dallas, Tex., to 
Kemp, about 50 miles. It was sold under foreclosure some 
time ago and reorganized. The present movement is under- 
stood to be made by the local stockholders, who want to 
secure control and take the road from the parties who have 
heretofore held a majority of the stock, but, itis charged, 
have not extended the line as they agreed to do. 


Union Pacific.—The suit brought by Isaac Blumenthal, 
as a holder of Kansas Pacific income bonds, to compel the 
recognition of the claims of holders of these bonds, has been 
discontinued. It is understood that the settlement included 
the purchase of the bonds held by the plaintiff in the suit, 
and also the payment of legal expenses which he had in- 
curred 

The following statement of the operations of this company’s 
Oregon Short Line for the three months to March 31 is 
published : 


~—-Gross earnings — ——Net or deficit. ——-—, 

85. 1884. 885. 1884. 

January... .... $101,418 $47.829 N. $24,664 D. $29,275 
February... .. 89.600 32.512 D. (f D. 48,342 
March ........ 117,671 72,368 N. 21,447 N. 29 
Total......... $308,689  $152.709 N. $46,104 D. $77,588 


Taxes are included in the expenses. 

A dispatch from Washington, June 15, says: *‘ In response 
to an inquiry by the Attorney-General respecting the coun- 
ter-claim of the United States for 5 per cent. of the net earn- 
ings of the Kansas Pacific Railway in the suit pending in the 
Court of Claims between the Union Pacific Railway Co. and 
the United States, the Secretary of the Interior, after dis- 
cussing the difficulties surrounding the attempt to ascertain 
the exact earnings of the aided portion of the Kansas Pacific, 
says: ‘Upon the whole, considering the ascertainment of 
actual earnings up to the close of the period fixed in this suit 
as practically beyond reach under existing circumstances, I 
am inclined to recommend that the mileage basis be accepted 
for the purposes of the pending case as a final judicial deter- 
mination to that date, but with the distinct understanding 
that for all subsequent adjustments the Government will in- 
sist upon actual earnings of the 394 miles, and will require 
such account to be rendered as will show such earnings month 
by month as the same may have accrued or shall hereafter 
accrue.” 


Utah & Wyoming Central.—This company has filed 
articles of incorporation to build a railroad from Salt Lake 
a Utah, northward and eastward to the Wyoming line, 
and thence to a connection with the extension of the Fremont, 
Elkhorn & Missouri Valley line. The road being controlled 
by the Chicago & Northwestern, the proposed line, if built, 
would give the Northwestern a through line to Salt Lake and 
a connection with the Central Pacific. 


Vicksburg & Meridian.—<Arrangements have been 
made under which the incline at Vicksburg will be pushed to 
completion as rapidly as possible and arrangements com- 
pleted for the transfer of freight across the Mississippi, com- 

Neting the connection between this road and the Vicksburg. 
Shreveport & Pacific. 


Wabash, St. Louis & Pacific.—The fransfer of the 
Indianapolis, Peru & Chicago Division of this road to the 
trustees under its mortgage deprives the company of the con- 
nection between its Detroit Division and the main line, which 
had been made by the use of the tracks of the Peru road for 
the 8 miles between Denver and Peru. The trustees repre- 
senting the owners of the Peru road decline to make any ar- 
rangement for the continued use by the Wabash of this track. 
The Wabash Receivers are accordingly negotiating for the use 
of the Cincinnati, Wabash & Michigan track from Wabash, 
Ind., to North Manchester, the crossing of the Erie River 
Division, and it was expected that the lease of this 16 miles 
of track will be concluded this week. 

In St. Louis, June 13, the United States Circuit Court 
granted leave to the United States Trust Co., of New 
York, to begin suit for the foreclosure of the first mortgage 
on the Omaha Division, formerly part of the St. Louis, Kan 
sas City & Northern road. The interest on these bonds has 
been in default since April 1. The bill in foreclosure will be 
filed in a few days, and following precedence set by its own 
action in similar cases, the court will probably appoint a 
separate receiver under this new suit. Whether the new 
receivership will be for the Omaha Division alone, or for the 
entire St. Louis, Kansas City & Northern, which includes 
most of the Wabash lines west of the Mississippi, is not cer- 
tain ; probably for the Omaha Division only 

A new strike of the shopmen on this road is reported, the 
reason given a an order issued to close the shops one 
day each week. The men asked that instead of this cutting 
down of time a certain number be discharged, but this re- 
quest was not acceded to. 


Wisconsin, Iowa & Nebraska.—Recently George F. 
Woolston brought suit to recover a large amount from this 
——. and asked for the appointment of a receiver for the 
road, he court has now dismissed his suit, holding that he 
has no cause for action. 


Wisconsin Railway & Navigation Co.—This com- 
— has filed articles of incorporation to build a railroad 
rom Green Bay, Wis., northward to Sturgeon Bay, a dis- 
tance of 45 miles, Two branches are proposed also; one to 
Kewaune, about 15 miles, and another about the same length 
to Ahnapee, 
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